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NATIONAL ADVISOR! CQMMTTOEE FOR AERONAUTICS 
RESEARCH MEMORANDUM 

AERODYNAMIC PKENCIELEB FOR THE DESIGN OF 
JET-ENGINE INDUCTION SYSTEMS 
By Wallace F. Davie and Richard Scherrer 

I. HfTRCEUCnON 


An air-1 nduetlon system conveys air from the atmosphere to the 
engine of an aircraft. Its purpose Is to supply, under all flight con- 
ditions, the air needed for test operation of the en gine with the least 
disturbance to the external flow. In other words, to avoid penalties In 
engine size, weight, and fuel cons unction, an Induction system must supply 
air at the mairlTmim pressure and with the least drag and adverse Inter- 
ference possible. The flow to the engine must be sufficiently uniform 
and steady to maintain engine performance and to avoid vibration and 
structural failure. The significance of the air-induction system in 
high-speed-aircraft design has been well illustrated by Sulkin in refer- 
ence 1. It Is shown that for fighter aircraft flying at Mach numbers less 
than about 1.1, the pressure losses through a typical normal- shock inlet 
cause a loss in engine thrust that is equivalent to less than 10 percent 
of the wing drag; whereas, at a Mach number of 1.6, these pressure losses 
reduce the engine thrust force by an amount equal to the wing drag. 


A sizable quantity of research has been directed toward finding 
solutions to the problems of air-induction systems , particularly in the 1 
Mach number range from 0 to 2; but the results have not been consolidated 
into an organized group of deBign principles. KiVchemann and Weber have 
written a textbook on propulsion (ref. 2) and present same discussion of 
air induction. However, further consolidation of information is required, 
particularly for supersonic aircraft. It Is the purpose of this report 
to assemble principles of. induction- system design for flight to a Mach 
number of 2 and to use existing data to show the consequences of compro- 
mising them. In order to accomplish thiB task It was necessary to make 
an extensive search of existing literature on alr-1 nduetlon systems. A 
bibliography based on this search Is appended to the present report. 

The bibliography lists reports published since 19^8 and thus extends the 
bibliography of reference 3* The authors acknowledge with gratitude the 
assistance given by Mi*. Burnet A. Mosaman, Mr. Forrest E. Go wen, and 
Mr. Warren E. Anderson in carrying out the literature search and in making 
other contributions to this report. 
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The design of an alr-lnduction system for an aircraft la greatly 
Influenced by the design of both the airframe and the engine, anfl the 
performance of airframe and engine can be ' seriously affected by the 
Induction system. Therefore, the problems of air induction must be con- 
sidered from an over-all viewpoint, and a broad outline must be selected 
to relate design principles. In this report, the problems of air-induction 
systems are arranged according to the following outline, and the principles 
that have been established for their solution are presented under the 
appropriate problem headings. 


A. Definitions are presented to describe the forces Involved and 

the terminology used In alr-lnduction-system design. 

B. The relationships of the induction system to both airframe and 

engine are discussed to indicate the preliminary design con- 
siderations . 

C. The detail design problems of ensuring hig h performance of an 

isolated air-induction system and then of main ta ining this 
performance when In combination with other aircraft components 
are discussed under two headings : 

1. Induction, that is, the pressure-recovery, drag, flow- 

uniformity, and flow-steadiness problems encountered in 
supplying air to an engine. 

2. Interference, or how other parts of an airframe affect the 

Induction system and vice versa. 

This arrangement Is illustrated by the following chart: 


Air-induction systems 

j 

Definitions 

J 


. — , > 

Aircraft requirements 

Airframe-induction- Engine-induction- 

system combination - system combination 



Detail cont 

iderations 



Induction 

Pressure recovery 
Drag 

Flow steadiness and uniformity 

Interference 

Airframe-induction system 
Induction-system airframe 
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n. nEFUsiTicajs 


In order to discuss Induction-system design over a vide range of 
operating conditions , It Is necessary to have a consistent terminology. 
The definitions that have been selected far use In this report have all 
been used previously; and In the many Instances where several terms have 
been used by various Investigators to Indicate the same concept, the 
choice made here Is based upon considerations of consistency, popular 
usage, and convenience. 


air-imduction system 


To define the major factors involved, consider the general arrange- 
ment of the following sketch: 


External curfaeM 
Inter od urfocM 
Stream Him 
S hock wave 



Sketch (l) 

The air-induction system (stations 1 to 3) is a part of the propulsion 
system (stations 1 to 4} and la defined to be that portion of an aircraft 
whose purpose is to convey sir from the atmosphere to an engine. The 
induction system Includes any measures taken to c empress or divide the 
oncoming air stream that eventually flows through the engine, such as the 
ramp end houndary-layer bleed (stations 1 to 2) shown In the sketch. 

The Inlet Is at station 2, and the Inlet area Is measured In a plane 
tangent to the most upstream point of the lip and normal to the mean flow 
direction in this plane at maximum mass flow and_ zero angle of attack. - 
If the entire cowl lip does not He In -the Inlet plane, the Inlet area is 
taken as the area outlined by the forwardmost points on the lips projected 
onto the Inlet plane. For particularly distorted inlet shapes, these 
definitions are not always applicable; In such cases, an area sh ou l d be 
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chosen which Is the most representative In terms of Induction-system ^ 

performance. Many specific definitions of inlet area have been employed 

in the literature; two of these which are particularly useful are the 

capture area, the axial projection of the inlet area and compression- 

surface frontal area onto the plane of station 1, and the minimum cross- 

section area, station 2*. Each of these definitions is convenient in 

certain cases, and they are identical for sharp-lip normal-shock inlets . 

The duct (stations 2* to 3) in the general case includes an area «n<i 
shape variation along its length, bends, and a plenum chamber. The engine 
Intake is at station 3 and is considered to be upstream of all components 
that are normally supplied with an engine and that are present when static 
tests of the engine are made. It is thus ahead of screens and swirl vanes. 

The inlet lip and the fairing of external surfaces into other parts of the 
aircraft are considered to be problems of the induction system. 

Generally speaking, there are two characteristics used to identify 
air-induction systems; namely, the location of the inlet on an air craft 
and the method used to produce compression upstream of the inlet. Par 
example. Induction systems are denoted by such terms as nose, side scoop, 
wing-root, conical-shock, or internal- contraction inlets; and these 
expressions are combined for more complete designations. 


DIVISION CP FORCES 


The division of forces between a propulsive unit and other parts * 

of an aircraft must be carefully defined; to ensure consistency. (See 
ref. 4, for example.) The air that flows through a jet-propulsion system 
is compressed, heated, and then expanded to atmospheric pressure with 
the reaction from the ensuing acceleration of the gases used to overcome 
the restraining forces of pressure and friction and to accelerate the 
aircraft. The division of the component forces that are Included in these 
thrust and drag farces Is, to a large extent, arbitrary, but for practical 
reasons specific definitions must be selected. The engine designer, having 
no knowledge of the airframes in which an engine might be installed, 
defines engine thrust with quantities that are independent of Installa- 
tion conditions. The term used to describe the propelling farce of an 
Isolated engine is the "net thrust" which is the rate of change of total 
momentum (pressure plus m omentum, flux) of the gases handled by the engine 
from the free stream to the tail-pipe exit. The aircraft designer defines 
the force available to accelerate an aircraft, that la, the net propulsive 
force, as the sum of all the forces, friction and pressure, in the flight 
direction that act on all the surfaces of the aircraft (both internal and 
external) that are exposed to the flow of air. In using engine information 
to calculate this net propulsive force, the designer must be consistent 
because it is assumed In the engine data, that the propulsive system 
receives air with free-stream momentum, but in an aircraft installation 
this Is generally not so. A correction must be made for the difference 


V 
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between the free-stream and- fillet total momentum In order to obtain the 
net propulsive force . jpEfie following discussion illustrates the considera- 
tions which are involved. 

The net thrust force of an engine is defined as (Bee Appendix A for 
definitions of symbols and sketch (1) for the positions indicated by the 
numerical subscripts) 


Fn b HL4V4 - hiqVo + A*(p* - p Q ) 


( 1 ) 


It is assumed in this equation that the velocity and pressure distribution 
at stations 0 and 4 are uniform and steady and that A* is normal, to the 
flight direction. The net propulsive force of an aircraft is defined as 



Here, the pressure forces /( p - p 0 )dA and the viscous forces (Dyl are 
the components in the flight direction, and they are divided between 
internal and external, surfaces, Ain and Aex- A force tending to acceler- 
ate in the flight direction is considered positive; thus the reaction 
from the accelerated gases of a Jet engine causes a positive pressure 
difference' and a resultant positive force on the internal surfaces A -tn . 
The internal surfaces include those of the air-induction system (that is, 
from the stagnation point on the leading edge of the ramp and from the 
stagnation point an the inlet lip to the engine intake, station 3j in 
sketch (l)) and the engine and nozzle passages to the exit. The external 
surfaces Apy are those in sketch (1) from the forebody nose to station 
1 and from the stagnation point on the lip to station 4. 

The first bracketed term of equation (2) less the force on the ramp 
is, according to the momentum theorem, equal to the rate of momentum 
change between the exit and the plane which Includes the stagnation 
points on the inlet lip (for a three-dimensional inlet) 



DVtaj - 


F r ) = HI4V4 + A*(p 4 - p Q ) 


M x 


(3) 


where 
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Mx e f PxVj 2 dA + P (p i - p 0 )dA 
'-'Aj '-'Ai 

Aj area In the plane through the entry section enclosed hy the 

stagnation points of the internal flow on the lip; this plane 
is here assumed normal to the flight direction, and flow- 
inclination angles are assumed to he negligibly arnuTL 

F r sum of the pressure and friction forces in the flight direction 

acting on the ramp; it is a negative force. 

To utilize F n in determining Fq_ , the equation for the former can be 
rewritten as the sum of the rates & momentum change of the gases handled 
by the engine between the exit and station Aj and from Aj to the free 
stream • - ■ 


F n = ULiV* + A4,(P4 - p 0 ) - Mi + Is/fr - moV 0 (*0 


From equation ( 3 ), 


F n = 


f (P - P 0 )<3A - Dvin 


+ F r + Me - mo v o 


so, substituting in equation ( 2 ) 


Fn-n = F n - (Mi~ moVo) - Fr - 


jT^Cp - Pq) 3 *- + D^eac 


or 


F nr, - F n " 


I (p - Po ) 34 + °Vex + CMl - mo v o) + F r 


(5) 


According to the momentum theorem, the rate of c h a n ge of momentum through 
the boundary about a definite volume of fluid is equal to the resultant 
of the pressure integral over the free -fluid surface and the forces acting 
an the f lui d due to solid surfaces. (This statement of the theorem assumes 
steady flow and no shear forces on the free-fluid surface.) For the 
streamtube .between Aj and the free stream , 


Aj 

P p I V I 2 dA + J (p-j- - p 0 )dA - mo Vo (p - Po) 3 ^- - F B - F r 

Aj Ai , 0 
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or 


Mr 


” Vq 



fb 


F r 


( 6 ) 


where Fg is the "body farce between the nose and station 1 in sketch (1) 
acting on the air which eventually flovB through the engine. If the air- 
induction system has a houndary-layer bleed, as in sketch (1), which pre- 
vents the boundary layer from the f arebody from entering the inlet. Ml 
would not include any of the momentum decrement of this boundary layer, 
so Fq should then represent only the pressure drag on the strip of 
external body surface which is affected by the flow to the engine. Sub- 
stituting equation (6) into equation (5) gives the final relationship 



In subsonic flight, when the flow is neither separated nor anywhere 
supersonic, the determination of net propulsive force is somewhat sim- 
plified. Far such conditions, the flow outside the boundary layer can be 
considered irrotational, *md D'Alembert's theorem states that far a body 
about which the streamlines close, the component of the pressure integral 
in the flight direction must be zero over a bounding etreamfcube from the 
upstream station at which the flow is undisturbed to the similar down- 
stream station provided, in the case of a three-dimensional body, that 
it carries no lift . Assuming for ease of explanation that -the external 
flow reaches ambient pressure at station 4 and that sketch (1) is axially 
symmetric, it follows that 



Restating the terms of equation (7) In smaller components 

-At 




/(P " P 0 )<3A + J (P - P Q )dA + 13^ + J (p - p 0 )dA - 
.B Ai . O 



is the pressure force on the forebody from 


(the Integral designated B 
the nose to station l) ao 
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F n p ~ F n - DVex 4 


( 8 ) 


where Dy^ ia the friction farce on the ; f orebody surface that affects 

the flow to the engine. In equation (8) Dyv. (and in equation (7) 

At a 

£ X (p - Po)<3A-Fg for the case of rotational flow) is the corrective term 

required by the definition of the component forces of F^. The engine 
net thrust is the rate of momentum change from the free stream to the 
tail-pipe exit (eq. (l) ) , but part of this momentum change Dy B cannot 

be charged to the internal flow because it is accounted for in the 
external flow as a part of Dy^. 10 avoi<i inclusion of Dy B twice 

In Flip, the momentum at the Initial station of the internal flow must be 
corrected to local conditions, which means that Dyu must be added into 
the equation for F n p because the true inlet momentum is less than that 
as defined (moV 0 ) and thus tends to increase Fq^. In the event the 

boundary layer from external surfaces is removed from the engine flow 
by a boundary-layer bleed such as that of sketch (1), F n is not affected 
by this loss in stream momentum, and the correction Dy B is unnecessary. 
Then 

*n p = *n - 1^ (9) 


Taking boundary layer into an induction system does not, of course, result 
in only an additive correction, for F n decreases because of the loss 
in pressure at the engine face and the decrease in m* a n d V* which must 
be suffered by an engine with a limiting design temperature. However, if 
Dy B increases faster than F n decreases, there can be an improvement in 

Fnp as boundary layer is taken into the induction system. Quick in 

reference 5 shows that for a certain engine a decrease in specific fuel 
consumption and an increas e in available ; thrust can be produced by taking 
boundary layer from a forebody into the engine at flight speeds less than 
about 300 mph. At greater speeds, the thrust decreased rapidly relative 
to that of an engine taking in no boundary layer because of the increasing 
compressor inlet temperature and because of the loss in dynamic compres- 
sion ahead of the engine . (See also ref. 2, p. 205- ) 

If the pressure at station 4 is not. equal to ambient pressure, then 



< 


r 


(p - p 0 )dA + / (p - p 0 )dA 


0 
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and 

4 



p 0 )dA- Dvex + I>V B 


( 10 ) 


In other words, a correction must be made for the momentum, change occur- 
ring in the jet which affects the flow and thus the forces, as previously 
defined, which act on the system. This correction is a pressure-drag 
force which acts an the external surfaces. (See ref. 6.) The fact that 
symmetry is not a necessary condition for the preceding equations far 
subsonic potential flow has been demonstrated in reference 7* It can 
also be seen from the fact that if a closed body, which according to 
the assumed flow c ondi ti ons can have no pressure drag, is added to the 
system, the symmetry is destroyed and the total pressure drag must still 
be zero if the flow remains irro tat tonal. 


PERFORMANCE PARAMETERS 


The basic terms -used in describing the performance of air-induction 
systems are pressure recovery, drag, and mass flow. A description of each 
of these concepts follows. 


PRESSURE RECOVERY 


Several terms have been used to describe the performance of air- 
induction systems in regard to their effectiveness in providing an engine 
with high-pressure air. The total-pressure ratio ptg/pto la hhe average 
total pressure at the engine intake p-tg divided by the total pressure 
available from flight. (Methods of measurement and the determination of 
the effective p^ 3 ~ /in nonuniform, flow are discussed in Appendix B . ) 

Thin ratio is used when an air-induction system is being considered in 
relation to an e ngi np - a-l r Pr amp combination because it is directly rel at ed 
to the net thrust the fuel consumption. Kuchemann and Weber show 
by a simplified analysis of turbojet engines in reference 2 (p. 197 ) that 


A(Q/F n ) 




( 11 ) 


j 


(Q/Fn)i 


(Q/F n )^ 


( 12 ) 
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where 



jet efficiency, * — — - 

1 + (Vj/Vq) 

pressure ratio across the engine exit nozzle 

actual installation with induction-system losses 
ideal Installation without induction-system losses 
fuel consumption 

Thus L depends on engine design and flight conditions and is greater 
than 1. A decrease in total-pressure ratio reduces the engine net thrust 
and increases the specific fuel consumption with a greater effect on the 
thrust reduction. This occurs because the net thrust decreases with both 
the mass flow and the jet velocity while the fuel that can be burned 
decreases only as the mass flow for a fixed turbine inlet temperature. 

(See also refs. 8 and 9*) 

Ram-recovery ratio (p^g-Po)/ (Pt Q “Po) ia the ratio of differences 
in total pressure as measured at the engine face and ambient static pres- 
sure ptg-Po end the total pressure and static pressure in the undis- 
turbed stream Pto"Po ■ Ehis parameter is useful because experience ban 
demonstrated it to be only a weak function 1 of Mach number for well- 
designed systems in subsonic flow at a fixed mass-flow ratio. (See 
ref. 10.) Thus, the results of low-speed wind-tunnel tests can be extra- 
polated to high subsonic Mach numbers (of the order of 0.9) for conditions 
in which the total-pressure profile at the; inlet in flight is simulated 
in the tests. 1 Conversion from ram-recovery ratio to total-pressure 
ratio is accompli, shed by the formula: 

^ee reference 11 for a discussion of equivalent mass-flow ratios 
to be used in law-speed tests simulating high-speed conditions . The 
equivalent mass-flow ratio is one which produces the same pressure rise 
ahead, of an Inlet at low speed as occurs at high speed and thus is useful 
in s imula ting conditions for configurations which have a boundary layer 
growing on surfaces ahead of the inlet. 


Po 

Ptn 

a 

i 

Q 
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Curves of this variation for 7 = 1.4 are presented, in figure 1. (Through- 
out this report 7 Is assumed to he equal to 1.4.) 

The parameter 1- [(pt 3 _ Pto)/3al k - 6 - 8 frequently been used to describe 

losses In duct systems. As with ram-recovery ratio, tests of subsonic 
diffusers with unseparated flow have shown little variation of this param- 
eter with Mach number; hut, also, it is not directly related to engine 
performance. With air-induction systems, qz can he estimated for most 
operating c ondi tions without resorting to detailed flow measurements at 
the inlet. At the high mass-flow ratios which occur in take-off, the 
major losses In pressure occur at the inlet lips, and it is a fair assump- 
tion that Pta^Pta* Then, q^ can he calculated from the measured mass- 
flow, As f and Ptg* However, at mass -flow ratios of the order of 1, the 
major losses occur in the duct and Pt 2 “Pto under which conditions it is 
more reasonable to calculate q 2 on the basis of Pto* If the parameter 
is used, the conditions far the determination of qz must he specifically 
stated to avoid confusion. 


DBAS 


The drag coefficient of an air-induction system is the dimensionless 
ratio of force in the flight direction caused hy an air-induction system 
being added to an airframe-engine combination to the product of the 
dynamic pressure of flight and a characteristic area of the induction 
system. As indicated in the previous discussion, it is necessary to he 
consistent in defining drag; the bracketed term of equation (7), the net 
drag Bn, can he regarded aa the drag force which is consistent with the 
definition of net thrust F n usually used in computing net propulsive 
force Fnn* The bracketed term of equation (7)* la the general case, 
includes much more than the drag force of the air-induction system, for 
the drag of basic body, wing, tail, etc., must, of course, he included 
in the net propulsive force. However, far the present discussion, it 
is assumed that only a scoop arrangement such as that of sketch (1) is 
being considered. The farce an the air-induction system is the pressure 
and friction forces caused hy adding the scoop to a basic body plus the 
pressure integral on the free surface of the engine -flow streamtube minus 
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the "body forces acting on this streamtube .* This difference of pressure 
Integral and body force has been called the "scoop incremental drag." 

(See refs. 7 and 12.) In the present development, the ramp was considered 
part of the air-induction system, the force on it does not appear In 
the scoop incremental drag. However, If a ramp (possibly because it is 
a portion of a canopy) is considered not a part of the internal system, 
but to contribute an external force, then the portion of it .affecting 
the engine' flow must be included in Fg of the scoop incremental drag. 

If the configuration has a nose inlet and. there 1 b no forebody acting an 
the engine flow, then only the pressure integral from the inlet to the 
free stream is effective; this farce has "been called the "additive drag." 
(See refs. 7, 12, a-nfl 13 .) The "external drag" of an air - induction 
system is the sum of the pressure and viscous forces in the flight direc- 
tion acting on the external surfaces of the air-induction system. Many 
reports on inlets define "external drag" . as the sum of external pressure , 
friction, scoop-incremental drag forces; to prevent confusion, this 
sum is called "net drag" in the subsequent discussion. 


MASS FLOW 


The mass-flow ratio used to describe the flow through air-induction 
systems is the mass of air that flows through an inlet divided by a 
reference flow rate 



(A discussion of mas a -flow measurements is presented in Appendix B.) 

Many choices of the reference can be made, each having same advantage 
for particular conditions . In this report, two reference rates are 
usually used: ... 

1. The mass-flow ratio mg/mo is based on the reference mo=Po v q A 2 
which can be readily determined. In subsonic, incompressible flow, mz/viQ 
reduces to inlet-velocity ratio V2/V0 has often been used to 

describe air-induction- system performance . This definition of mass-flow 
ratio has the disadvantage that in supersonic flight it can be greater 
than 1 if the. inlet., is located in a compression field, whereas a definition 
based on capture area has a maximum possible value of 1 If local flow 

a As indicated perviously. If a boundary-layer bleed removes all the 
boundary layer from the streamtube entering the inlet* the body viscous 
force D^g is part of the external flow; and must not Ve included in the 
body force acting an the engine - streamtube . - 
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properties ore used, 
evaluate than. mc=7 A 

"Cl 


However, in the general case, idq is easier to 
pVdA, and in subsonic flow both ratios can be greater 


than 1. (See p. ^ for definition of capture area A^.) 


2. The mass-flow ratio mat /mat* is used far the static condition 
when V o =*0. This ratio is based on the flow rate far choked flow at 
station 2'. The mass flow, mgi*, is equal to p*V*Aa t where p* and v* 
are the density and velocity for flow at a Mach number of 1 at the pre- 
scribed ambient pressure and temperature . Thi s ratio has been found to 
correlate data well, and it indicates how near the flow quantity is to 
the maximum possible. As will be shown later, it is a criterion of the 
excellence of lip design for low-speed flight. For fli gh t speeds other 
th an zero and far isen tropic flow, the two definitions of mass-flaw ratio 
are related by the equation 


mg 

mo 


0.579 


mat A g t / 
ma*"* Aa 



r+i 

Mo *y (r - i) 


Mq 


(15) 


A 2 i 

which is plotted in figure 2 far -i- ; ■ = 1.0. The choking limit for a 
sharp lip inlet, from reference 14, is also shown in figure 2. 


XU. EHBLTMUjABY 0QHBH3ERATT0HS 
AIRCRAFT HEQUXKEMEHTS 


As discussed in reference 15, aircraft requirements are the basis 
for the choice of both airframe and engine. Since one of the considera- 
tions of airframe design is that of the induction system and since the 
engine performance is affected by the internal aerodynamic problems of 
induction, the considerations of the alr-lnductlon system enter into 
the preliminary layout of aircraft; and they must be viewed from the 
standpoint of the flight requirements. Aircraft range and endurance, 
for Instance, are dictated by fuel consumption, which is affected by the 
drag and pressure recovery of the induction system. Similarly, take-off 
distance, rate of climb, maneuvering accelerations, etc., depend upon 
net propulsive force and hence an Induction-system drag and pressure 
recovery. Aside from these performance requirements that vary with air- 
craft purpose, there are other, less tangible, requirements that must be 
taken into account in any design. For example, safety, vulnerability, 
and serviceability considerations affect engine location and thus the 
type of air-induction system. The emphasis on any particular requirement 
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depends upon the Intended mission. Thus, the design of an air-induction 

system must be adapted by campramisea to suit many requirements in 

various degrees. * 


AIKFRAME-XHDUCTION-SYSTQl COMBINATION 


To illustrate same of the problems encountered in fitting an induc- 
tion system to an airframe and to Introduce some of the types of inlets 
that have been developed for various engine locations, the progression 
of design problems with increasing size of airplane is briefly discussed. 
Current design practice far high-speed turbojet-powered aircraft can be 
indicated by the following compilation : 


Airplane 

Fuselage length 

Number of 
engines 

Inlet type and 
location 

HSSSSSSHi 

Engine diameter 

Fnginfl diameter 

F-86F 

l4 

1 

Fuselage open nose 

5.5 

F-86d 

14.5 

1 

Fuselage nose scoop 

5.5 

f4d-1 

15 

1 

Wing root 

4.51 

F8CJ-1 

16 

1 

Fuselage nose scoop 

9 

F7U-1 

17 

2 

Fuselage side scoops 

6 

F-100 

17 

1 

Fuselage open nose 

9 

F-84E 

17 

1 

Fuselage open nose 

6 

XF-104 

18 

1 

Fuselage side scoops 

5-7 1 

XF-105 

18 

1 

Extended wing root 

7 1 

F-89 

20 

2 

Fuselage side scoops 

2 

F4D-2 

20.5 

1 

Extended wing root 

5 

F-101 

21.5 

2 

Wing root 

3 

B-57 

22 

2 

Nacelles, open nose 

1.5 

A3D-1 

23 

2 

Nacelles , open nose 

1.5 

F-102A 

24 

1 

Fuselage side scoops 

10 1 

X-3 

30 

2 

Fuselage side scoops 

3.5 

B-lt-7 

40 

6 

Nacelles, open nose 

1.5 

B -52 

44 

8 

Nacelles, open nose 

1.5 


^-These airplanes have two inlets for one engine, and the ratio of duct 
length to engine diameter 1 b' for srreference diameter corresponding 
to half the engine frontal area. 


Airplane size relative to the engine is indicated by the ratio of fuselage 
length to engine diameter. For small airplanes with one engine, in which 
this ratio is less than 18 , an Inlet located In the fuselage nose or 
underslung Just behind the nose has been used most frequently. From the 
induction-system standpoint, such locations are desirable because the 
problems associated with boundary layer flowing into the inlet are either 
eliminated or minimi, zed. The under slung Inlet, in addition, maintains 
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performance at off -design positive angles of attack 'because the flow is 
deflected Into the Inlet by the nose. As the ratio of fuselage-to-englne 
size increases, or If .nose volume is required for equipment, scoops further 
bank on the fuselage or wing-root inlets are used. From the induction 
standpoint, an underslung scoop position is again desirable because of 
the off -design angle -of -attack performance end because the body boundary 
layer is the thinnest an the windward side. This position has, however, 
been avoided because of the possibility of foreign-object damage to engines 
during run-up, taxiing, or take-off, 3 Hoe wing-root inlet has a possible 
advantage over scoops in that the portion of the Inlet perimeter adjacent 
to the body can be relatively short, thereby reducing the proportion of 
body boundary layer flowing into the inlet. Furthermore, with multiple 
engines the ducts can be short and the flow unimpeded by bends. For mid- 
wing aircraft, the wing-root inlet is in a region of large Induced flow 
angles, both from, the body and wing at subsonic speeds, so special pre- 
cautions must be taken to Insure adequate performance at off -design angles 
of attack. For a high-wing airplane, a design problem of the wing-root 
inlet at angle of attack is the thick boundary layer an the leeward side 
of the body. 

For aircraft of greater relative size (fuselage-length- to-engine- 
diameter ratio > 22) there are several possible locations with the choice 
depending on many considerations . For engines clustered in the fuselage, 
scoop inlets can he used; far engines in the wing-root or buried in the 
wing, wing-root, wing -leading -edge , or, for very large aircraft, under- 
slung wing scoops are possibilities. However, nacelles with a simple 
nose inlet have been used most frequently. Such arrangements are desir- 
able from the air-induction standpoint because the ducts are short and 
straight and the problems of aircraft -induction-system interference are 
generally reduced. 


ENG1HE -DDXTCTIOT-SYS!IEM CQMBIMHCOT 


t Php performance of a propulsive system depends not only on the 
Individual characteristics of the air— induction system and of the engine, 

3 The studies of references 1 6 and 17 indicate that the flow into an 
airplane induction system can seldom lift damaging objects by itself. Far 
instance, an Inl et whose center line is two inlet diameters above the 
ground and through which the flow velocity is 700 feet per second cannot 
pick up sand particles larger than about 0.02 Inch in diameter unless a 
vortex forms between the inlet and the ground. However, such a vortex 
nan form under the proper conditions , and if the damaging objects on the 
ground are restrained laterally, as they would be if lodged in a crack in 
a runway, the vortex w ill suck them Into the engine; or, if objects whic h 
nan do damage (see ref. 18) are thrown into the air by same other means, 
the engine can easily draw them into the Inlet. Foreign-object damage to 
engines is generally considered to be an operati ona l problem, that is, one 
of lining screens, of policing ramps d runways and of proper taxiing pro- 
ced-m-es , rather* than a factor affecting Inlet location and airframe design. 
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but also on the compatibility of these characteristics through the range 
of flight conditions. This problem of compatibility arises because ram- ^ 

jet or turbojet engines require a specific schedule of air flow to achieve 
rated thrust through the flight Mach number and altitude ranges. The 
flow through a nonad jus table inlet combined with an engine varies with 
flight conditions and deviates from the optimum conditions selected for 
the critical design point. If the range of operating conditions is suf- 
ficiently wide, the air-induction system is complicated by adjustments 
that must be provided to maintain its performance near optimum. 

The general problem of combining an air-induction system with an 
engine can be divided into three parts: (l) matching, (2) optimization, 

( 3 ) evaluation. Matching is the determination of the mutually compatible 
operating point far an engine and air- induction system at each flight 
condition; it consists simply of relating' the engine flow requirements 
to the air-induction-system characteristics by means of the continuity 
equation to determine inlet area or mass-flow ratio for prescribed operat- 
ing conditions. Optimization is the determination of the matching con- 
ditions far maximum net propulsive force or minimum specific fuel con- 
sumption . This can consist of the calculation of the optimum inlet area 
or mass-flow ratio for fixed systems or of the proper variation of inlet 
dimensions far variable systems . The two problems, matching and optimi- 
zation, are presented in same detail in the following discussion. Evalu- 
ation is the comparison of several possible propulsive systems on an 
airframe to dete rmine the best system for a certain mission. Evaluations 
can Involve many considerations in addition to those of aerodynamics, 
such as structure, weight, mechanical complexity, etc. However, by 
restricting the propulsion-system variables to net propulsive force and 
fuel consumption far prescribed flight plans, many valuable results can 
be obtained fro a an evaluation study. Far example, Fraderifrurgh and 
Kremzier in reference 19 describe ah evaluation of the effects of various 
propulsive systems on aircraft range. Another approach, which Is similar 
to that used by Woodworth and Kelber in compering Jet engines (ref. 20), 
is to determine the allowable weights far the installation of each of 
several air-induction systems an an airframe having a prescribed range. 

Such an evaluation provides the designer, with the information necessary 
to select possible mechanical arrangements. These studies are part of 
the general problem of power-plant-aircraft optimization discussed in 
reference 15 • 


MATCHUKJ 


The problem of matching an air-induction system and an engine requires 
knowledge of the performance characteristics of each, and the problem of 
optimizing the design far a special airplane requires knowledge of the 
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characteristics through, a wide range of flight conditions. 4 Hiese char- 
acteristics are determined "by analysis and tests, but since in the pre- 
liminary stages the air-induction system has not yet been designed, its 
performance must be assumed from past experience or by determining what 
performance is necessary and then striving to design and, develop an 
arrangement that will accomplish the goal. 

To illustrate a method for matching a turbojet en gine end an air- 
induction-system combination, the variation of corrected weight flow of 
air for an engine (Wac=Wa n/s/B) as a function of Mach number and the vari- 
ation of the pressure recovery of the air-induction system, with mass- 
flow ratio as shown in sketch (2) are assumed to be known. 




For a complete analysis, this information must be available for each 
parameter Indicat ed on the sketch; that is, the flow variation must be 
known for the expected range of engine rotational speed n and of flight 
altitude h. The induction- system variation must be known for the Mach 
number Mo, angle-of -attack a, and angle-of -sideslip p ranges, and 
possibly far a range of the ratio of inlet area to body frontal area 
although in the usual case . changes in this ratio are small and 
their effects are negligible. Transposing the continuity equation 

Po v cAo = PzYaAa = PaVaAg 


(assuming uniform flow at all stations) into engine-inlet terminology by 
4 See reference 21 for a discussion of engine performance parameters; 
reference 22 for an analysis of turbo jet-engine-inlet matching; refer- 
ences 8, 23 , and 2k for relationships between engine and Induction-system 
performance and methods of determining optimum performance conditions; 
end references 25 end 26 far studies of the penal ties associated with 
mismatching. 
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defining 5 Soapto/PSL* 


me PgVaAg _ Ao 

“o Po v qAz A a 


gives 


Wa^ p ta 

A28 Pt Q 


ePSL 8 ^ 3§ 



Mo 

y+1 

1 - 1 M^aYCy-i) 


when 

7 

e 

P SL 




Mo 


(1 + o.aio 2 )' 


1.4 

32.17 ft/sec 2 
0.002376 slugs/ft 3 
1117 ft/ sec 


(16) 


This relationship can be represented graphically so that from the known 
engine and air- induction system characteristics the Inlet area required 
to match the engine at the selected Induction- system conditions can be 
readily determined as Illustrated In figure 3 . Thus, for a given flight 
condition of Mach number and altitude (sketch (2)), a mass-flow ratio 
Is selected and the corresponding pressure ratio determined from the 
air-induction- system performance data; the corrected engine weight flow 
is determined from the engine curve; and the proper inlet area is deter- 
mined by the intersection of the corresponding horizontal and vertical 
lines In the third quadrant of figure 3 • This inlet area furnishes the 
engine the proper volume rate of flow at the chosen mass -flow ratio, but, 
this Is, of course, not necessarily the mass-flow ratio that produces 
the maximum net propulsive force or the minimum fuel consumption. 


A similar method can also be used to study matching at static con- 
ditions where Idle mass-flow ratio ras/mo has no significance. Defining 
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Inlet Mach, number Mg* as that which would exist if the flow to station 
2 were isentropic , 5 


W a ^ Pta 

AeS Pt Q 


Q5. 1 Qiz r 
(1 + 0.2Me T2 )' 


This equation corresponds to equation (l 6 ) if me/nio -1 and M2 is sub- 
stituted for Mo- With these changes, figure 3 can he adapted to static 
conditions. Information on Ptg/Pto 610 a function, of 102/1112* can he 

converted to a function of M2 * by the relation 


-5^- = 1. 723^2 T (l + 0.3 4a' 2 )" 3 


and this variation together with the known engine characteristics can be 
used to determine the inlet area required to match the engine or the 
penalties resulting from mismatching. 


OPTIMIZATION 


To determine the inlet areas far maximum net propulsive force over 
a range of flight conditions, the net thrust of the engine F n , the cor- 
rection to engine net thrust due to pressure losses upstream of the engine 

£J?n/Fn _ £ gee re f . 2h) and the net drag of the air-induction system, as 
APtg/Pta 

shown in the following sketch, muBt he known; 




n,h, 

Pto 


n f h [ 1 f P t0 |M 0 

M 0 Mp m, /mo 

Sketch ( 3 ) 


5 A prime symbol is used here with M2 to indicate that the number 
represents a fictitious condition end is used only for convenience. As 
will be shown later, the flow through inlets with practical lip shapes 
is not lsentrcplc at take-off 
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®ien, for the conditions for which A 2 was calculated to Batch the engine, 
the net propulsive force can "be determined as 

Fnp = Fn - AF n - Dn (19) 

The optimum inlet areas far a Mach number range at a constant altitude, 
engine speed, and airplane attitude are . determined by curves of net 
propulsive farce as a “function of inlet area as shown in the following 
sketch : 



Such curves provide the information required in final evaluation, that 
is, the penalties in net propulsive force that would result from flight 
with a constant inlet area or any other deviation from the ideal variable- 
area system that might be required by mechanical, structural, or flight 
considerations. Of course, to optimise fop a prescribed mission the 
other variables, such as altitude and angle of attack, must be taken into 
account. - 

Maximum net propulsive force is i mp ort ant, but it is not always the 
critical design consideration. For instance, with long-range aircraft 
the fuel consumption per pound of net. thrust might be mare i m p ortant. 

The procedure for optimizing this parameter is similar to that Just 
described; fuel flow rates corresponding to the calculated net propulsive 
forces are determined from engine performance curves, and the ratio 
Wf/Fn is plotted as a function of inlet area for. the range of flight 
conditions to determine the optimums. The Inl et area for minimum specific 
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fuel consumption Is, In general, different from that for marl mum net 
propulsive force, hut for a well -designed air- Induction system the dif- 
ference, which depends on the difference in the mass-flow ratio for maxi- 
mum pressure recovery and for minimum net drag, is usually small. The 
importance of this dif ference depends on the intended mission. 


FLOW UNXFOEMIT? AND STEADINESS® 


Another problem, of the engine -induction- system combination is the 
uniformity and steadiness of the flow that the air-induction syBtem pre- 
sents to the engine and the effects of irregularities on engine perform- 
ance. Irregularities in pressure at the face of a compressor, particularly 
an axial-flow compressor, can reduce engine performance and cause vibra- 
tion; pressure pulses or fluctuating flow angles can cause structural 
failure of compressor blades . Tolerances in flow uniformity have been 
suggested, by Greatrex (ref. 27), but steadiness tolerances have not been 
established (see ref. 28). The Indications are that these tolerances 
depend upon Individual engine design. Conrad and Sobolewski (ref. 29) 
found that flow nonuniformity that was once thought to be unacceptable 
had no large effect an the engine which they tested; however, the tests 
of reference 30 with a different engine showed large reductions in per- 
formance. In the investigation of flow steadiness reported in refer- 
ence 31, it was found, that, although the induction system by itself pro- 
duced unsteady flow, operation with a turbojet engine had a large 
attenuating effect. 

Differences between engines in response to flow nonuniformity can 
often be explained by the fact that a compressor with a large pressure 
rise across the first stage has blades operating at high lift coefficients, 
and irregularities in the entering flow readily cause stall. A first 
stage with smaller loading can reach local stalled conditions only if the 
entering flow is more irregular. An induction system with flow natruni- 
farmity sufficient to stall one or more blades leads to the phenomenon 
called "rotating stall” of the compressor with ensuing reduction in engine 
performance (thrust, allowable fuel consumption, and acceleration margin) 
and large vibratory stresses in the blades. (See, e.g., refs. 32, 33> 

3^, and 35 • ) Since the t re n d in the design of compressors for the engines 
of supersonic aircraft is toward larger flow rates and pressure ratios 
and toward lighter specific weight, blades are being made longer and 
thinner*, with the result that the induction-system problems of flow 

8 In this report, a distinction is made between the problems of flow 
stability and steadiness which has often not been made in the past. By 
stability is meant the property of flow which enables it to return to an 
original steady condition after being disturbed; -thus, a normal shock 
wave is unstable in a converging channel because it can exist in a steady 
condition only upstream of the inlet or downstream of the throat. By 
steadiness is meant the quality of the flow in regard to velocity or pres- 
sure fluctuations . 
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uniformity and steadiness are becoming more critical because of tbe greater 
likelihood of rotating stall and of structural failure. Even If a com- 
pressor is designed to avoid rotating Btall, the. effect of intake flow 
distortion is to move the compressor surge line to higher corrected 
weight flows, and thus toward the operating line, with an ens uin g decrease 
in the operating range possible with the; engine. AIbo, the results of 
reference 35 indicate that- nonunif ormity of the flow from the induction 
system can cause nonuniformity in the temperature distribution at the 
turbine entry with subsequent turbine failure. With ram- Jet engines, 
adverse effects also result from irregular flow from the air-induction 
system. Reference 36 reports large losses in combustion efficiency on 
account of variations in velocity profile at a burner, and references 37 
and 38 show that pressure pulsations must be avoided. 

Plow uniformity is related to the problem of engine location. Such 
factors as the indu ced effects of other aircraft c omponent s and the length 
and path of ducts must be considered in preliminary design to produce an 
air-induction system with uniform flow at the engine face. Steadiness 
of the engine flow, particularly in supersonic flight, is affected by the 
operating mass-flow ratio of the induction system. In general, unsteady 
flow results from operation at low mass-flow ratios, and the associated, 
pulsations can be violent. For safety, the flow must he steady from the 
operating speed to the wlndmilllng speed; of the engine, and a variable 
inlet area or an air bypass may be necessary to maintain high Inlet 
mass-flow ratios . Considerations of these problems in relation to inlet 
design are discussed subsequently. 


IV. DETAIL CONSHJERAUCWS 
INDUCTION 


The purpose of this section is to discuss the pressure recovery, 
drag, flow uniformity, and flow steadiness of air-induction systems with- 
out describing in any detail considerations of other aircraft components . 
These latter factors are discussed later under the head i ng INTEWERENCB . 
The flow inside ducts can he treated independently of the flight Mach 
number, and this subject is presented first under the heading PRESSURE 
RECOVERY AND PLOW UNIFORMITY. In general, the problems of conducting 
air to an engine are described at subsonic and supersonic speeds to a 
Mach number of 2. " ■ 

It should he mentioned at the outset that insufficient theoretical 
and experimental information is available to predict accurately the per- 
formance of practical air-induction systems through all the possible 
combinations and ranges of the many pertinent variables. For al 1 but the 
simplest cases, refined design must depend upon test observations . The 
purpose here is to discuss what is known of basic design principles. 
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PRESSURE RECOVERY AND PLOW UNIFORMITY 


The design objective In regard to pressure recovery is to provide 
a passage by which, the air required, for best operation can flow to an 
engine with the least pumping power requirement at zero flight speed and 
by which the compression available from the kinetic energy of flight can 
be utilized to the maximum, extent. The compression of more sir per uni t 
of engine intake area permits more fuel to be burned for the same limiting 
temperature with a resulting increase in the specific thrust for a smaller 
specific fuel consumption. In other words, as shown by equations (ll) 
and (12), the total -pres sure ratio must be high, far losses affect thrust 
in more than a 1:1 ratio. The problem of flow uniformity la discussed 
together with pressure recovery in this section because the two problems 
are closely allied. 


Ducts 


There is no general method for designing the ducts of practical air- 
induction systems because the flow in the usual case is viscous, com- 
pressible, and three-dimensional. A summery of present knowledge of duct 
flow is presented here to develop empirical design rules. The two pri- 
mary geometric factors which are of concern are the InJ.et-to-engl ne-f ace 
area ratio and the duct path. The area ratio is determined by the selected 
design conditions, and the duet path, or the length and offsets. Is deter- 
mined by the aircraft configuration and the necessity for avoiding pres- 
sure losses. Hie aerodynamic factors of concern are the initial flow 
distribution and the conditions which cause pressure losses and nonuni- 
formity in the flow. The problem is to determine from consideration of 
these factors the shape of duct that produces the best operating conditions 
for the engine with the least cost in weight and complexity to the air- 
frame . 

Area ratio.- In regard to the area ratio between the inlet and the 
engine face, by assuming uniform, adiabatic flow of a perfect gas and 
using the continuity equation. It can be shown that (assuming As=A s t) 


As _ P t 3 / p t 0 Mg 
As " ms/nio Mq 



7+1 
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Thus, for a given area Ag at the engine face, the inlet area A 2 
increases as the total-pressure ratio and engine intake Mach number, hut 
it decreases with increasing mass -flow ratio. Other factors being con- 
stant, A 2 is a minimum at a flight Mach number of 1.0. For present-day 
turbojet engines in flight from sea level into the stratosphere at Mach 
numbers from 0 to 2.0, Ms is in the range from 0.4 to 0.6; thus the area 
ratio for an efficient air-induction system is between 0.7 and 0.9; and, 
for greater engine-intake Mach numbers which can be expected in the 
future, the ratio is more nearly 1. In other words, the change in area 
between inlet and engine face is relatively am«.n and short ducts can be 
used without requiring large divergence of the flow. _ However, in the 
case of a ram- Jet engine with the Mach nunjber at the burner about 0.2, 
the area of the inlet -must be about half of that for a turbojet engine, 
and the duct problem is more difficult. 

S>in -friction losses .- In regard to the duct path, consider first a 
straight duct with no Initial houndary layer. The boundary layer in the 
usual case is nearly all turbulent and the flow is subsonic; so, as long 
as the w all a are relatively smooth and the length is short enough so that 
pipe flow does not develop (less than about 20 inlet diameters, see 
ref. 39), the skin friction can be estimated with sufficient accuracy 
from the formula 

Cf - 0.074 /^Tr (21) 

(see, e. g., refs. 40 and 4l) where 

Cf - *r/qS 

t shearing force 

q dynamic pressure 

S wetted area 

R Reynolds number based on average flow properties in duct and on 

duct length l 

The decrease in skin-friction coefficient with Mach number (ref . 42) and 
with positive pressure gradient (ref. 43) need, not be taken Into account 
in moat cases bec aus e the effect of the former is ninal 1 and neglect of 
the latter produces a conservative estimate. 

Beeton in reference 44 assumes one-dimensional compressible flow 
PLTiri no change in akin-friction coefficient with duct length in calculating 
the total -pres sure ratios resulting from skin-friction losses in circular 
ducts with conical divergence. Two of the curves from this reference 
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are reproduced In figure 4; T similar curves can be calculated by the 
method of reference 45. Bee ton shows that for the severe condition of 
A 3 /A 2 '=1-2, M 2 *=0.8, and (l/daXCf/0.003)=10 the total pressure ratio is 
O. 96 . Since the loss In total pressure in this case is nearly propor- 
tional to the duct length, it is evident that here a shorter duct is 
desirable and that losses due to skin friction can be sizable. (Refs. 25 
and 46 show that the Incremental loss of turbojet-engine thrust AFn/Fn 
per unit decrease In total-pressure ratio is in the range of 1.2 to 1.5 
for the flight conditions under discussion.) Fop long-range, subsonic 
aircraft. Internal skin-friction losses must be minimized, and duct length 
requires careful consideration. If this duct were on a supersonic air- 
plane with a. very efficient method of external compression (M 2 *— >1.0), 
the high inlet velocity and the resulting duct losses would counterant 
the nearly isentropie inlet flow, for the total-pressure ratio would be 
reduced to 0.95 "by the greater internal akin friction. However, in the 
usual case of a supersonic design in which the duct is shorter and exter- 
nal compression occurs through shock waves, skin friction is a Buna'll 
portion of the total loaa. Hie main concern in duct design la a shape 
that avoids separation and maintains uniform flow.® 


Flow separation .- The problem of avoiding separation depends upon 
initial flow conditions and duct shape. For high-speed aircraft with 
efficient air-induction systems, the inlet Mach number is in the high 
subsonic range, for if the flow is uniform 


M2 * 


*ts Aa 


at* Ms 


Pta* As* 


7+1 



( 22 ) 


and with 7 = 1 . 4 , P-^/Pta* = 1-0 and A 3 /A 2 1 = 1.2, M 2 « =1 . 0 when M 3 =0.6; or 

7 Since the variation of total -pressure ratio with the parameter ~ 
Z/daXCf / 0.003 is linear to the extent required by the accuracy of duct- 
design considerations from values of 2 to 10 , the range of interest, only 
curves for values of 4 and 8 have been reproduced. Total-pr es aur e ratios 
for other conditions can be obtained with sufficient accuracy by interpo- 
lation or extrapolation. 

s Greatrex in reference 2 7 suggests that the ratio of the maximum- to- 
average engine intake velocity be used as a criterion for flow 

uniformity, and the examples presented indicate that this ratio should be 
less than about 1.2 for satisfactory engine operation. For fully developed 
pipe flow with a l/7-power velocity profile, Vjt/T=1.23. Since the ducts 
of the air-induct ioh systems for aircraft are seldom, if ever, long enough 
for pipe flow to develop, it is evident that skin friction by itself is 
not sufficient, in the usual case, to cause serious nonuniformity. 
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Me»=0.7 when Ma=0.5* Such a high subsonic Mach number at the Inlet makes 
the design of the upstream section Qf a duct critical "because, assuming 
one-dimensional flow 


d£ 

dx 



(23) 


or assuming isen tropic flow frcan the free, stream to a local- station In 
the duct entry, pt=^Pt 0 , and 


dp 

dx 


?o(l 


7-1 2 

7Po( 1 + — g— Mo 2 


JL- 


( 1 + 2L£JL H *)- 


gy-i 

ry=* 


dM 

dx 


( 24 ) 


For a given local total pressure, or flight altitude and Mach number In 
the second case, the "bracketed term of these equations has a rour-fnmm 
value at. a local Mach number of 0.79 sad changes little from M=0.6 to 
1.0. As a result, deceleration of flow In this range causes the most 
severe positive pressure gradients per unit of Mach number change, and 
the effect is aggravated "by low-altitude flight at high Mach number. 

Since deceleration is produced by an expanding channel In subsonic flow, 
liie initial portion of a duct must diverge slowly to avoid pressure 
gradients which separate the boundary layer. 

With many Induction systems, boundary layer from flow over surfaces 
upstream of the Inlet enters the duct. In this case, the duct shape 
depends critically on the Initial boundary-layer conditions "because the 
pressure gradient that a boundary layer can withstand without separation 
decreases as the boundary-layer shape parameter H increases.® The 
shape parameter is increased when the boundary layer flows through adverse 

pressure gradients and over rough surface^. 

npl bbl f-.TtnPHH /wimnpntimi t.M clmans . This ratio is a 

measure of the shape of the boundary-layer profile and Is useful for 
Indicating Incipient separation. Reference 47 shows that separation does 
not occur In Inc omp ressible , two-dimensional flow if H <1.8, and refer- 
ence 48 similarly shows that the criterion is valid for conical-diffuser 
flaw. 
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Design .- Together with area ratio, length, initial Mach number, and 
initial boundary layer, the internal contours of ducts require careful 
consideration. Qhe factors to be considered In axially symmetric straight 
ducts are shown in sketch (5). Many ducts also include some offset of 
the center line frcm entrance to exit, transitions in cross-section shape, 
and Junctures between ducts. Since turbulent boundary-layer theory is not 



1. Enfrjr length 

2. Initial (lope 

3. Maximum elope 

4. Float elope 

Sketch (5) 

yet sufficiently refined to provide, even far simple cases, a method by 
which an optimum diffuser can be determined (see refs. 43 and 49), the 
q uali tative Indicat ions of many experiments must be utilized in design* 

In regard to entry length, a section of nearly constant duct area is 
necessary to provide for reattachment of the flow for flight conditions 
in which separation occurs in the inlet. The data of Seddan (ref. 28) 
for zero flight speed Indicate that for normal lip shapes, an entry length 
of possibly one inlet radius is desirable. For engine installations in 
supersonic aircraft, the data of references 50 and 51 show that entry 
lengths of six inlet radii provide a relatively wide range of mass-flow 
ratios in which engine flow is steady. Also, the studies of shock-wave 
stability of Kantrowitz (ref. 52 ) show that a constant-area section is 
desirable to prevent downstream pressure pulsations from farcing a termi- 
nal normal shock wave out of an inlet. (These considerations are further 
discussed in refs. 53 and 54. ) Because of boundary-layer growth through 
the entry length, the duct walls mist diverge slightly to provide a con- 
stant effective area. Study of duct data in which the houndary-layer 
displacement thickness was measured, such as references 48 and 55, indi- 
cates that an axially symmetric entry section should diverge at a half- 
angle of from 0.5° to 1°. (This range of incremental divergence angle 
also appears to he. satisfactory for boundary-layer compensation in the 
initial, maximum., and exit slope regions when the boundary layer is not 
separated, l.e., H<1.8.) 
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In regard to Initial slope, equation ; (23) Indicates that to minimize 
adverse pressure gradients at high inlet Mach numbers the slope should be 
fflnnl 1 anfl the change of curvature should be continuous. The need for such 
limitations is indicated by Uaumann, reference 5 6 and is illustrated by 
the data of references 48 , 55 * and 57 * 10 These data show that the abrupt 
expansion where a 10° or 12° conical diffuser is attached to a straight 
pipe causes nanunlformity, appreciable losses in pressure recovery, and 
same reduction in the maximum mass flow when the approach Mach number 
exceeds 0.7 to 0.8. 

In regard to maximum slope, it determines the shortest duct which 
can be used without auxiliary methods of suppressing separation, such sls 
those of references 53 and 59 • As the local Mach number decreases from 
the throat along the length of a diffuser, the walls can diverge at an 
increasing rate without an Increase in local pressure gradient. Thus, 
a maximum slope exists which depends upon the initial Mach n umb er and the 
initial boundary-layer profile. The available experimental evidence, 
such as references 48 , 55# 56, 57* and 60 through 62 for conical diffusers, 
indicates that the maximum included divergence angle is in the range from 
6° to 15° with the largest angle being used only with thin Initial boundary 
layers. 

In regard to final slope, the theoretical studies of references 47 
and 63 and the experiments of references 48 , 55 * and 57 show that for 
minimum-length diffusers having A3 /A2 ' >2 .0 this slope should he less 
than the maximum slope to avoid separation when the initial boundary layer 
is thin. All of these studies were made with conical diffusers; the fact 
that the final slope should have been less than the rna-sHrmnn slope is 
Indicated by the measurements of the final profile which, at high values 
of Me * , had H » 1 . 8 . If the initial boundary layer is thick, the 
maximum slope cannot be large; in fact, the two slopes become equal. The 
data Indicate that a 3° final, divergence angle an a wall, or a 6° included 
angle, should be used with both thick and thin Initial boundary layers. 

These qualitative considerations indicate that for thick initial 
boundary layers and high initial Mach numbers, a diffusing straight duct 
should have a faired entry section and a conical diffuser of included 
angle no greater than 8° (6° Included angle plus a maximum of 2 0 for 
boundary-layer compensation) . For other conditions , fair duct shapes 
which satisfy these considerations can be conveniently expre ssed as 

■ LO The data an conical diffusera from than a T’gfprp.nnfifl rare analy v.ad - 
to determine desirable duct shapes by selecting longitudinal pressure 
distributions for which H= 1.8, and then calculating new duct shapes 
from one-dimensional relationships for this pressure distribution ar yj 
values of M^f approaching 1 . The resulting calculated shapes all have 
«man Initial slopes because, as shown by equation (23), the Mach number 
gradient (i.e., the slope of the wall) must decrease to maintain a 
constant Initial pressure gradient with Increasing local Mach number. 
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fT Predictions by method of ref. 44 

6* Conical, ret 56 | 

/ ^ ‘8* Conical— 0.5- 

&5“- 0, retM 

i 12* Conical, ref 48^ 


Midstream Moch number, OB 


.004 008 012 016 020 

Boundary-layer thickness ratio, (S/r) 2 - 


exponential functions of the duet axial coordinate. Teste were made of 
a family of such, diffusers with a ratio of throat area to exit area of 
1 to 2 and a variation of the ratio of duct length to throat diameter of 
from 2 to 5. Tests were made with "both separated and attached initial 
■boundary layers at maBS-flow ratios up to the maxi mu m, and the results 
are reported in reference 64. Data 

from these and other tests are cam- l0Or— — - — ■ . — — 

pared in sketch (6) 11 for the condi- * ^Predictions by method of ref. 44 

tlan of an attached initial boundary Conical, ret 56 | 

layer. It Is apparent that, for this ^ 3 s -± — • Con l “ l f ~fi 5 ~ 

comparison, the ratio of initial =| 13.5“- 0, ret 64 1 

boundary- layer thickness to throat 2 ig* conical, ref 48'*"“ 

radius 'has a larger effect an pressure | 32 

recovery than does diffuser shape. f | 

Thp measurements of reference 64 show ■ Midstream Mach number, 08 

that the important effect of duct shape j§ 
is on flow uniformity and steadiness, 

for the uniformity ratio Vm Jv varied 

from 1.12 to 1.25 for ducts differing 0 

in total-pressure ratio by only 0.02 BomoorjMayer . , z 

in tests with a thin Initial boundary Sketch (6) 

layer ( {q/t) z x = 0.0014) and a high 
initial Mach number (Me* - 0.85) « 

Furthermore, two ducts having nearly Pressure recovery for thinnist 

equal uniformity and pressure recovery - * unseparated boundary layer 

differed by a large amount in the g g X. r _. u&ZZ. i 35 °-€ 

quality of flow steadiness at high ^ -4 — — * . NX 

inlet Mach numbers . The comparison o: v \ \ 

of pressure recovery predicted by csf* 32 ^ \\ 

the method of reference 44 with the _g~ \ 

experimental measurements of sketch (6) g R 

shows that the prediction is only g 

accurate when the Initial houndary- 1 \ 

layer thickness is very small. If It 1 J84 rj , — V 

Is not small, the effective skin- Mi^tream Mach \ 

friction coefficient Is larger than |5 number, Q8 ^ \ 

that indicated by equation (21) and Reference 64 V 

experiments are necessary for accurate \ 

loss predictions. (The data for 1 1 

sketch (6), and also (7)j were cal- O -02 04 06 08 JO 

culated according to the mass-derived Displacement thickness ratlo/c/lOy 

method; see Appendix B. The magnitude 

of the difference between experiment Sketch (7) 

and theory depends upon which method 
of data reduction is used: the 


HThe ducts of reference 64 are designated by numbers which indicate 
the may-timim slope in terms of included angle and, the length of entry sec- 
tion in terms of inlet radius. Thus, 8° conical -0.5 Indicates a conical 
divergence of 8° and an exponentially faired entry section of 0-5 inlet 
radius in 
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Sketch (7) 
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difference shown In sketch ( 6 ) would he smaller If the data had been 
reduced by the mass-flow weighting method . ) 

Sketch ( 7 ) shows the results of tests reported in reference 6k far 
three ducts with separated Initial boundary layers. The data show that 
an extended entry section increases the skin-friction losses when the 
initial boundary layer is unseparated; therefore, if separation in the 
entering flow can be avoided, a long entry is undesirable. However, with 
initial separation which, as will be discussed later, can occur in low- 
speed flight at high mass -flow ratios or .in. high-speed flight at low mass- 
flow ratios, seme entry length improves duct performance because it gives 
the boundary layer an opportunity to reattach. The fact that the pressure 
recovery can be higher for the long duct with the separated boundary layer 
than with the unseparated profile indicates that reattachment occurred 
pfter relatively extensive separation and that the small skin -friction 
force in the region of separation reduced the over-all losses. In regard 
to flow uniformity, the results of reference 6k show that far short duets 
the flow is more uniform if the Initial boundary layer is attached rather 
than separated. For a given initial profile of the separated type, the 
final uniformity is improved if the duct ' is made Imager . 

Reference 6k reports tests which were intended to Investigate to some 
extent the manufacturing tolerances required in duct construction. Meas- 
urements were made with a duct having different degrees of surface rough- 
ness, waviness, and leakage. It was found that roughness caused by 
scratching the surfaces with coarse sandpaper or by putting discrete steps 
in the duct walls, as could occur with Joints that are not flush, had no 
effect on the diffused flow. Hie maximum magnitude of the roughness was 
about 0.7 the momentum thickness of the boundary layer at the duct throat. 

Hie maximum waviness tested was similar to that which would occur because 
of pressure loads in high-speed flight; circumferential stiffeners were 
assumed to he 0 . 6 r 2 * apart, and the deflection was varied up to 19 times 
the momentum thickness, or 1.5 times the boundary-layer thickness, at the 
duct throat. For mass -flow ratios me*/m 2 »* below O. 85 , even the maxi mum 
waviness tested had a negligible effect on the final flow. At greater 
mass-flow ratios, the maximum waviness reduced the pressure recovery, 
uniformity, and steadiness only slightly. Leakage, as might occur through 
joints in duct walls during high mass-flow operation in run-up on take-off, 
was found to have negligible effects when the leaks were in the low- 
velocity region of a duct. However, leakage near the duct inlet caused 
separation with ensuing sizable pressure losses and flow nanunifarmity. 

The internal-flow systems of most aircraft have some offset between 
the inlet and the exit, transitions in cross-section shape, and Junctures 
with other ducts, all of which can cause losses in pressure recovery. 

Hie general problem in the design of these elements is the seme as that of 
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a subsonic diffuser, that Is, the prevention of local separation and 
reduction of skin friction. 1 ® One design feature that has always been 
beneficial Is the use of generous fillets to avoid angled corners. (See 
refs. 67 and 68.) However , since the factors which cause pressure losses 
differ with each duct configuration, it is difficult to apply accurately 
general design Information. She data of references 28, 60, 6l, 69 , and 
70 Indicate the trends to be expected. The magnitude of the total-presure 
losses in s -bends is demonstrated by the tests of reference 71- Rela- 
tively short ducts (l/rg = 4.0) with several inlet cross-section shapes 
and a circular exit were tested at a Mach number of 1.9. The inlet had 
a wedge-shaped external-compression surface and the exit center line of 
the duct was offset 1.5 exit radii, rg, from the Inlet center line. The 
maximum total-pressure ratios measured with the ducts were of the order 
of 6 percent less than those measured with a straight duct. Reducing 
the mass-flow ratio decreased this difference to about 3 percent, a fact 
which indicates the dependence of duct losses an inlet Mach number. 
Although the total-pressure losses could be reduced by reducing mass-flow 
ratio, the exit velocity distributions show considerable nonunlf ormlty 
for these conditions . Tests with offsets of one and two inlet radii 
reported in reference 64 indicate similar results. The center lines of 
these offsets were smooth curves similar to those of the duct-wall con- 
tours. At a mass-flow ratio of 0.9 with a thin initial boundary layer, 
the 1 -radius offset reduced the total-pressure ratio 3 percent from that 
of a straight duct, and the 2-radii offset reduced it 6 percent. The 
steadiness and uniformity quail ties of the flow decreased in a correspond- 
ing manner. For example, with the thin initial boundary layer, the maxi- 
mum mass-flow ratio for steady flow was about 0.9 for the straight duct 
and 0.7 for the duct with the 2 -radii offset. A fourfold increase in 
the initial boundary-layer thickness reduced the latter mass-flow ratio 
to 0.4. It is apparent that deviating from the optimum aerodynamic design 
of a duct can have serious consequences. 


Subsonic Flight 


Since in subsonic flow, pressure losses and nonunlf ormlty result 
from skin friction, separation, and entering flow that is asymmetric with 
respect to the inlet, the induction-system design problems in subsonic 


lz The design principles for fl.nmil.Hj subsonic diffusers are like 
those of diffusers, without center bodies, but the annular type, having 
more wetted area, has larger frictional pressure losses. Studies of 
annul nr diffusers are reported in references 65 and 66. 



flight are to provide conditions that avoid or minimize these factors. 
Skin friction and internal separation are problems of duct design; the 
problems of separation in the _inle.t . and symmetry are discussed in this 
section. 

To illus trate the conditions which lead to the principal separation 
problem of inlet design in subsonic flight, sketch (8) shows a typical 
curve of the air requirements of a turbojet engine in terms of the free- 
stream area of the engine-air streamtube Aq as a function of flight 



0 4 B 12 IB 20 

Mach number, Mo 


Sketch (8) 

Mach number. It is here assumed that the airplane accelerates at sea 
level to a Mach number of 0.8, climbs at this Mach number to altitude. 
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and then accelerates from, this cruise condition to a Mach n umb er of 2. 

'Hie air requirement Is not only a function of M C)/ hut also of total- 
pressure ratio and altitude , as shown, and of eng-ina design and power 
setting. Since cruising flight is usually an important design condition, 
the inlet area As must be selected to produce efficient cruise perform- 
ance, and this, for h igh-speed aircraft, is generally at a relatively high 
mass-flow ratio, above about 0.8. The choice of this mass-flow ratio is 
a compromise between requirements far other flight conditions and the 
conflicting interests of the internal and external flows. A low mass -flow 
ratio (me/mo sAo/Ae «1), that is, a diverging streamtube ahead of the 
inlet, is desirable to the internal flow because then most of the kinetic 
compression upstream of the engine, being in the external stream, is 
isentropic if there is no interference with a boundary layer; end, since 
the inlet velocity Is low. Internal skin-frlctlon losses are minimized. 

On the other hand, a mass-flow ratio greater than 0.6, at least, is desir- 
able to the external flow for two reasons: (l) External compression can 

thicken or separate the boundary layer on an upstream surface which is 
in the interference field of the engine flow; (2) a diverging streamtube 
subjects the inlet lips to large flow angles which can result in an 
increase in external drag because of wave drag due to local supersonic 
flow or because of. skin friction due to Immediate boundary-layer transi- 
tion. In any event, the sketch shows that choice of an inlet area for 
the cruise condition produces an inlet much s mall er than the area Aq 
of low flight speeds. Consequently, at low speeds the mass -flow ratio is 
high and the flow converges toward the Inlet (Aq/Ab » 1.0) at large angles 
which can cause internal separation, low total-pressure ratios, and flow 
nonuniformity unless special precautions are taken. If the critical 
design condition is flight at a Mach number of 2 rather than subsonic 
cruise, the situation at low flight speeds is worse unless the inlet area 
can be varied with speed. The area that takes in the required air Is even 
smaller at this high speed, and also little fairing of the lip profile is 
possible because It must be thin to minimize the wave drag of supersonic 
flight. - - 

Prom this, it Is evident that the principal problem of inlet design 
in subsonic flow Is to select a lip shape and a variation of mass -flow 
ratio that avoids internal-flow separation at low speeds and detrimental 
disturbances in the external flow at high speeds. Of course, there Is 
the limitation that the inlet area must not be chosen to be so small that 
It chokes at a low flight speed, far then the flow to the engine suffers 
large pressure losses and Is nonuniform and unsteady. The conditions in 
which a Mach number of 1.0 can be reached in an inlet with a sharp lip 
in uniform flow are shown in figure 2. 

Lip design .- The Importance of lip shape to pressure recovery in sub- 
sonic flight can be seen from, the analysis of Fradenburgh Wyatt 
(ref. 1*0 . The extreme case of a tube having very thin walls was studied 
by momentum methods, and the predicted variation of total-pressure ratio 
p*t /p t with mass -flow ratio for various flight Mach numbers is reproduced 
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Sketch (9) 


In sketch (9) « (Losses In the duct behind the Inlet can be added to these 
total -pressure ratios to determine the pres sure at an engine face Pts* 

At high mass-flow ratios -when the lip is stalled the duct losses are 
atnal 1 relative to those due to flow separation at the lip and are seldom 
known.) If the inlet area is selected for the altitude cruise condition 
and Inf ormation similar to that of sketch ( 9 ) shows that the mass -flow 
ratio me/me* is about 0.7 in take-off, the total -pres sure ratio Pt 2 /Pto 
at the inlet is then less than 0.9- Such! pressure losses correspond to a 
15 - to 20 -percent loss in engine thrust which, of course, represents a 
serious l imi tation on the acceleration characteristics of an airplane. 

The flow nanunif armlty which accompanies the total-pressure losses can 
even further limit engine operation. If a smaller inlet area were chosen 
to stilt more closely the requirements of supersonic or low-altitude high- 
speed flight, the losses would be even greater. Cn the other hand, the 
effects of increasing flight speed are rapidly alleviating. 

These large pressure losses at low speeds that result fro m a sharp 
lip can be avoided by several methods. A curved internal lip profile 
which the flow can follow prevents separation and the attendant non-uni- 
formity at high mass -flow ratios, or, for a given lip profile, the losses 
can be reduced by decreasing the mass -flow ratio either by increasing the 
inlet area or by taking air in through another inlet. Tests of lip 
profiles an circular nose Inlets at low speeds are reported in refer- 
ences 72 to 75 • Sane of the results, in terms af p^. /p t , are presented 
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In figure 5 and, are compared with the prediction of Pt 2 /Pt Q for the 

thin lip of sketch (9). Duct losses have not been subtracted from the 
theoretical prediction because a wide variety of duct designs are compared, 
and. In most cases, duct losses by themselves were not measured. For the 
cases In which smooth, nearly straight ducts were tested, the agreement 
between P-t^/Pto and - P-t^/Pto SO°d at zero forward speed. However, 

the losses for the coni cal- shock inlet from reference 14 are considerably 
greater than the prediction, presumably because of the duct which was used' 
In this particular test. The scatter of data at the maximum mass-flow 
ratio Is considerable, and a large part of It Is undoubtedly due to 
Inaccuracies In total-pressure measurement. Blackaby and Watson (ref. 72) 
point out that near choking the flow through ducts la very unsteady, and, 
as mentioned In Appendix B, measurements of pressure recovery by normal 
methods under these conditions are not reliable. The data an the F-84F 
and F-100 airplanes are from ft: 11-scale tests. The fact that they cor- 
relate with the data from model tests Indicate that the effects of scale 
are small. Also, since the predictions of the momentum analysis which 
have no relation to scale agree so well with experiment, negligible scale 
effects In regard to lip losses are to be expected. 

The tests of reference 73 Indicate that for a reasonable variation 
of shape external, lip profile has practically no effect on internal flow. 

At zero flight speed, the data of reference 72 show that pressure recovery 
is not highly sensitive to Internal profile, for there was little difference 
between elliptical and circular shapes. However, as shown in figure 5, 
Internal lip profile is Important at higher flight speeds, for the ellip- 
tical shapes are better than the circular ones. At the flight Mach number 
of this figure, O. 33 , a sharp Up causes relatively large losses at high 
mass-flow ratios, as at zero forward speed; but, in this case, the pre- 
diction of Pt 2 /Pto is greater tha n the measureme nt of Pt 3 /Pt 0 by 1 to 

2 percent, whereas at zero forward speed there was no difference between 
theory and experiment far high mass -flow ratios. The desirability of the 
elli pti cal profile is further substantiated by -the recommendations of 
Perdley, Milillo, and Fleming (ref. 76 ). An elliptical Internal shape 
was selected for this Investigation from previous experience, and it was 
found that the profile resulted in high total-pressure ratios for a nose 
inlet at zero angle of attack In the Mach number range f r o m 0.6 to 1.1. 

At these flight speeds, the mass-flow ratio of an lnductlan-system-englne 
combination, rapidly decreases to values less than 1 (see sketch ( 6 )), and 
the problem of Internal separation from the lip disappears. In fact, even 
for a perfectly sharp Up, sketch (9) shows that Internal pressure losses 
resulting from lip separation at the mass-flow ratios of interest (up to 
0.9) are small at flight Mach numbers above shout 0-5- Thus, at high 
subsonic speeds , friction Is the major source of pressure loss in 

well-designed systems. 


Some tests have been made of schemes for reducing the mass -flow 
ratio In law-speed flight to avoid Up separation. These methods c onsi st 
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of Increasing the area through which air can flow Into the Induction 
system. In reference 77 & sharp -Up nose Inlet was tested with a secondary 
scoop having sharp Ups that opened Into: the underside of the duct a short 
distance behind the Inlet . At zero flight speed, it was found that the 
variation of P-t 3 /p-t 0 with (where is the mass-flow through 

the total area) was nearly identical no matter how much area (up to 68 per- 
cent of that of the main Inlet) was provided In the auxiliary scoop. Thus, 
the improvement in pressure recovery that can be expected with this method 
is entirely the result of reducing the mass-flow ratio for a given engine 
operating, condition. In reference 78 a supersonic conical-shock inlet 
with a sharp lip was “tested with a translating cowl; that is, a short 
length of cowl including the sharp leading edge could be moved forward__. 
exposing a gap with a. rounded lip and increas ing the minimum throat area. 
Since the curve of -total pressure ratio as a function of mass -flow ratio 
mt/mt* (mt is here based on the increased throat area) for the extended 
cowl lies above that with the cowl retracted, it is evident that this 
method not only increases the available inlet area, but it also improves 
the quality of the flow. 

Angle of attack .- The flow approaching an inlet can be asymmetric 
with respect to the induction system axis because of the changing attitude 
of aircraft for various flight conditions, because of the induced flow 
field of the aircraft, or because the Inlet is distorted by configuration 
requirements. The ultimate result of such asymmetry is internal separation. 
Data from tests of circular nose inlets at angle of attack and a flight 
Mach number of 0.24 (ref. 79) show that an inlet with blunt lips maintains 
high total -pressure ratios and uniform flow to greater angles of attack 
than one with sharp lips. For exanple, at an angle of attack of 15° and 
a mass-flow ratio of 2.0, the inlet with an elliptical blunt lip attained 
a total-pressure ratio of 0.97 whereas one with a sharp lip attained only 
0.90. The corresponding deterioration in flow uniformity was a difference 
between maximum and minimum total-pressure ratios in the duct of 0.08 
for the elliptical lip and 0.l6 for the sharp lip. 

At Mach numbers from 0.4 to 1.1, the results of references 23, 76 , 
nr\r I 80 show that even with sharp lips pressure recovery is nearly insen- 
sitive to attitude to angle of attack of about 8 ° to mass -flow ratios as 
high as 0.9* At higher mass -flow ratios this range of insensitivity 
decreases. The sharp-lip inlet of reference 23 suffered greater losses 
at high angles and mass -flow ratios than did the blunter lips of the tests; 
at a Mach number of 0.'9 j an angle of attack of 12°, and a mass -flow ratio 
of 0.9 the total -pressure ratio was 0.92 whereas a blunter, but still 
relatively thin lip, had a total-pressure: ratio of 0.94. For these flight 
conditions, the maser-flow ratio (ma/nio) at which choking occurred with . 
the sharp lip was 0.9 and that of the blunt lip was 0 . 95 * 

The sensitivity of an air-induction system to angle of attack is not 
only a function of lip prefile, hut it is. also affected by the divergence 
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of the flow behind the Inlet. In the tests of reference j6 It was found 
that an NACA 1-40-200 cowl was more sensitive to angle of attack and mass- 
flow ratio than a longer cowl, NACA 1-40-400, because the duct In the 
shorter cowl expanded more rapidly. Thus, same lip bluntness and slow 
divergence of the flow behind the Inlet provides high pres but e recovery 
over a sufficient angle -of -attack range for most purposes. For a still 
greater range of Insensitivity, the lower lip can be drooped and staggered 
as suggested. In reference j6 and tested in reference Si. In the latter 
investigation, a blunt, stagger ed-lip inlet was tested at a Mach number 
of 0.l4, and it maintained high pressure recovery throughout the range 
of the tests frcsn inlet velocity ratios cf 0.6 to 2.2 and angles of attack 
from -5° to 12°. 

Inlet asymmetry .- An inlet that Is distorted relative to the axis cf 
an alr-Induction system can have larger pressure losses and greater flow 
nonunlf ormity than an axially symmetric Inlet. For instance, Seddon and 
Trebble In reference 82 report tests of a wing-root inlet at zero forward 
speed. In comparing an inlet swept hack 52° with an unswept inlet. It 
was found that the losses end flow nonunlf ormity were about twice those 
of the unswept inlet. The additional losses were due to separation in 
the outboard corner of the Inlet which resulted from the fact that, far 
this operating - condition, the flow must turn through a large angle to 
enter the duct, since it approaches nearly normal to the inlet plane. 

Guide vanes alined with the duct axis in the outboard portion reduced the 
flow nonuniformity, hut increased the pressure losses.- Slots in the inlet 
lips s imilar to wing-leading-edge slots, hut not swept, reduced both the 
losses and nonun If ormity because they Increased the inlet area and hied 
high-energy air into the region cf potential separation. 

An i mp or tant effect of inlet frontal shape is shown by comparison of 
the flow-distribution measurements of references 83 , 84, and 85 from tests 
of wing-root inlets at Mach numbers from 0.6 to 1.4. The results show 
that the uniformity of the flow in the portion of the Inlet which was 
unaffected by the fuselage boundary layer - the outboard portion - was 
greatly improved as the shape was changed from the acute angle cf a tri- 
angular inlet to a semielliptical or semicircular inlet. 

Supersonic Flight 

The considerations of pressure recovery in supersonic flight are 
more complex than those at subsonic speeds because in supersonic com- 
pression of engine air the pressure losses and flow nonuniformity can he 
caused by two additional factors, shock waves and shock-wave-houndary-layer 
interaction. These factors became increasingly important as the local 
Mach number at which they occur Increases above 1. Moreover, the necessary 
increase in thrust of air-consuming jet engines with speed depends upon 
the increase in total pressure 
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Pto = PqC 1 + O.SMo 2 ) 3 * 5 


and density „ 

Pt D = Po^ 1 + 0 -2«o 2 ) 

Little of the available pressure and mass flow can be lost if an engine is 
to overcame the large drag forces of supersonic flight. In many cases, the 
margin of excess thrust at supersonic speeds is relatively small, and the 
thrust-available and thrust-required curves are slowly convergent. Then, 
small, losses in total pressure cause large reducti ons in acceleration and 
maximum-speed performance. ! 

Supersonic compression 13 . - Since the local Mach number at the intake 
of present-day engines must be subsonic, ; the flow to the engine of a super- 
sonic aircraft must be decelerated through a Mach number of 1. Ideally, 
this compression of the air can be accomplished isentropically through a 
reversed Laval nozzle, with no external wave drag as Indicated in sketch 
(10) ; practically, shock-free internal flow cannot be attained because 



Ideal internal compreee Ion through Mach waves External compression through shock waves 



Internal compression through shock waves 




Combined external and Internal compression 


Sketch (10) 

1 3 Ferri in reference 86 end Lukasiewicz in references 53 and 87 dis- 
cuss many of the principles involved in supersonic compression. In this 
report, these principles are mentioned only briefly, and the emphasis is 
an. presenting information that Is -useful ;in design and in pointing out 
limitations for the flight conditions under consideration. 
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the flow through such a channel is .in a state of neutral equilibrium. Any 
disturbance which causes a loss in total pressure between the entrance 
and the throat causes a decrease in mass flow through the throat because 
here the area and velocity are fixed. Air must then accumulate because 
more flows Into the passage than can flow out, and a normal shock wave 
is formed which must move upstream, continually growing stronger, until 
it is expelled from the channel and spills the excess air. The shock 
wave cannot re-enter the channel unless the throat is opened sufficiently 
to pass the f ull mass flow at the stagnation pressure existing behind the 
normal shock wave in the free stream. (For detailed discussions of these 
phenomena see refs . 86 through 89 ■ ) 


It is, of course, not necessary to attempt supersonic compression 
either in a closed channel or isentropically. The flow can be decelerated 
externally and through discrete shock waves as Bhown for several possible 
arrangements . in sketch (10). The crudest method which entails the greatest 
losses Is to accept a normal shock wave at the free-stream Mach number. 
Since these normal shock losses can he reduced by decreasing the Mach 
number at which they occur, higher total-pressure ratios can be attained 
by placing an inlet in a region of substream velocity on an aircraft, as 
will be discussed subsequently under iJx'iimil'kHEM'GB , or by creating oblique 
shock waves to reduce the local Mach number but with less loss than that 
of a single normal, shock wave. For a given local Mach number ahead of an 
air-induction system, the question arises as how best to utilize oblique 
shock waves. Oswatitsch (ref. SO) has shown that the maxi -mum total- 


pressure ratio of a two-dimensional 
multishock system occurs when the 
total -pressure ratio across each 
oblique shock wave is the same. For 
such conditions, the variation of 
total -pres sure ratio with Mach number 
for shock-wave: compression (n oblique 
waves plus terminal normal shock wave) 

Is shown in sketch (ll). It is appar- 
ent that the losses through a single 
normal shock wave rapidly become 
intolerable above a Mach number of 
about 1.6 and that large improvements 
can be made by utilizing oblique 
shock waves. 14 

The variation of total-pres sure 
ratio with deflection angle for various 
approach Mach numbers in two-dimensional 



flow is shown in figure 6 far a two-shock Sketch (ll) 

system (one oblique and a terminal, normal shock wave) and in figure 7 for 


a three-shock system. Figure 8 presents these variations for a two-shock 


'Detailed information and design charts on shock waves can he 


obtained from such references as 01 and 92. 
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system in conical flow and is taken from reference 53 where it is assumed 
that the normal shock wave occurs at the average of the Mach number behind 
the conical shock wave "and on the cone surface'," (Mb+Mc)/ 2. This assumption 
is adequate for the Mach number and cone -angle range of interest in the 
flight conditions being considered in this report because the difference 
between Mb and Me is small, less than 0,01. It is apparent from this 
fact that the maxi mm total -pres sure ratio attainable in two-dimensional 
and conical flows is about the same. Lukasiewicz in reference 53 shows 
that this difference in total-preBsure ratio at Mach numbers less than 2.0 
is less than 0.015. The curves ‘ cf'figures 6, 7, and 8 show that total- - ' 
pressure ratios near the maximum can be maintained for a relatively wide 
range of flow deflection angles, an important fact because an angle can be 
selected which produces nearly maximum recovery at the high-speed condition 
with little decrease from the may i mm possible for a considerable range. of 
lower Mach numbers . Also, the angle can be chosen bo that a detached shock 
wave occurs only at a low supersonic speed where the entropy .rise through a 
normal shock wave is small. For example,; at an upstream Mach number of 
1.8, the maximum total -pres sure ratio with a two-shock system is 0.945, 
and the corresponding flow deflection angle is 14°, for which the detach- 
ment Mach number is 1.57* If a 10 ° deflection angle were selected, only 
0.01 would be lost in total-pressure ratio at the design Mach number, but 
the shock-detachment Mach number would be' reduced from 1.57 to 1.37 and, 
in this Mach number range, recovery would ; be improved several percent. 

The total -pressure ratios decrease beyond the maximums (the values plotted 
in sketch (11) for the two-dimensional cases) because the losses through 
the oblique waves exceed those through the normal wave until finally the 
oblique wave detaches from the deflecting surface and only the pressure 
recovery through a single normal shock wave is possible. The high level 
of total -pressure recovery that can be attained by conical-shock compres- 
sion has been verified at Mach numbers to 2.1 in references 13, 93 , and 94. 
In reference 94 a center body contoured for is en tropic compression at a 
Mach number of I .85 produced a total-pressure ratio of 0 . 967 ; with three 
oblique shock waves, the total-pre s sure ratio was 0.954; and with two, 
it was 0.945. In all cases, a uniform flow was measured after diffusion. 
These values are very close to those obtained by adding the predicted shock 
losses to the experimental duct losses described previously. 

Limiting internal contraction .- For internal-compression systems 
through shock waves, ‘the problem of flow stability exists as in the 
reversed Laval nozzle because of the two possible Btable positions of the 
normal shock wave, ahead of the inlet or downstream of the throat . However, 
at the expense of complication, this disadvantage can be overcame, end this 
form of supersonic compression has the advantage over external compression 
of deflecting the flow toward the system axis rather than away from it. The 
frontal area, external drag, and amount of turning in the duct can thereby 
be reduced. Thus, the optimum arrangement for any specific case requires 
detailed evaluation. The relation between contraction ratio, total-pressure 
ratio, and Mach number is 
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This relation la plotted In sketch (12a) 
for is en tropic flow to a Mach number of 
1 at the throat. Also shown is the con- -i1«f .7 
traction ratio which permits isen tropic *- 

flow to a throat Mach number of 1 from ^ 
the total pressure existing behind a j B 

normal shock wave. This is the con- jj 

traction ratio at which supersonic flow f s 
can be established in a fixed internal- 
contraction inlet at a given flight Mach 
number and is designated +start • Total- a 
pressure-ratio curves for two positions 
of the normal shock wave for iff B tart _ 

also shown for the cases where the normal 
shock wave is at the throat and in the free 
stream. It is, of course, possible for the 2 
normal shock wave to be downstream of the 
throat, in w hich case the pressure recovery 
decreases toward the lower curve in 
sketch (12b ) . It is apparent that the 
starting contraction ratio for a Mach 1-0 

number of 2.0, for instance, is less than 
that permissible at a lower Mach number. a 

Thus, if an aircraft is to reach a Mach 
number of 2.0 and maintain the total- 
pressure ratios (pt 2 »/Pto)^ 6taxt “■ higher, £ 
the contraction ratio must decrease with 
increasing flight speed above a Mach num- “*1“^ 
ber of 1. Also, it is apparent that above f 
a Mach number of about 1.8, the total- | 

pressure losses with ^start are unac- * ■* 
ceptably large, and it is desirable to § 

decrease contraction ratio and increase a 
supersonic compression toward the isen- 1 
tropic value. If the throat area is 12 

adjustable, this can be done as long as a 

the flow at the throat is supersonic. 

For a given contraction ratio the Mach 
number at the throat can be calculated ’ 

from equation (25), and the maximum 
total-pressure ratio possible is that . 

of a normal shock wave occurring at 
Mach number Me* with p t ,/p^. =1. 
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However, if the. flow at the throat is subsonic due either to a contraction 
ratio that is too small or to the inlet being too large for the engine- 
air requirement, a normal shock wave ahead of the inlet reduces the total- 
pressure ratio to that of the lowest curve shown in sketch (12b). In 
fact, this type of air-induction system is sensitive to flow changes, and 
close control of both inlet-area and contraction ratio are necessary if it 
is to operate with an engine through a wide range of flight conditions. 

The pressure recovery can decrease abruptly from the maximum poBBible with 
BTnn. 1 1 changes in either mass flow or angle of attack (see ref. 53) • 

An induction system in which both inlet and throat areas were adjust- 
able to match engine -air requirements and, provide may -I mum total-pressure 
ratio with internal, contraction through two oblique shock waves and a 
terminal normal wave has been reported by Scherrer and Gowen in refer- 
ence 68 . It was found, as shown by the data points in sketch (12), that 
in this particular test a contraction ratio well below tstsrt could be 
reached, but there were no significant improvements in corresponding total- 
pressure ratios. It was concluded that the Increasing supersonic compres- 
sion was counteracted by increasing losses in the duct and that greater 
refinement in duct design was required. 

Other methods than adjustable passage walls have been investigated for 
avoiding the flow-stability problem of internal-contraction inlets. Eward 
and Blafcey (ref. 95 ) tested an open-nose inlet in which the contracting 
passage was perforated to permit the escape of excess flow between the 
inlet and the throat as the normal shock wave moved into the channel with 
increasing flight Mach number or mass -flow ratio. A high maximum total- 
pressure ratio, 0 - 93 , was measured at a Mach number of 1 . 85 , and the inlet 
was found to be relatively sensitive to mass flow but not to angle of 
attack. It was estimated that 5 percent of the total mass flow was lost 
through the perforations. Further tests on this method of flow stabiliza- 
tion are presented in references 96 , 97 , and 98 . Although high pressure 
recovery is attained with this type of inlet, it is accompanied by high 
drag if the flow through the perforations is vented to the external stream. 
For example. Idle data of references 97 and 98 show that the drag of per- 
forated inlets is as much as 25 percent greater than that of unperforated 
types. A similar method of providing flow stability when the terminal 
normal shock wave is at the throat has been reported by Neice, reference 99 
Here, the channel walls are vented, immediately ahead, of the throat to a 
chamber to permit the escape of excess mass flow when a disturbance tends 
to force the normal shock wave upstream into the converging passage. 

Rectangular scoop inlets with side walls swept -back toward the body 
as described in references 53 * 100 , and 101 . are able to maintain supersonic 
flow to the throat of a contracting passage at reduced mass -flow ratios 
and flight Mach numbers because air can escape laterally as the normal 
shock wave moves down the channel. However, at low flight Mach numbers 
the first oblique shock wave frcm the compression surface is forward on 
the fuselage, and it interacts with the boundary layer causing both high 
drag and poor pressure recovery. These difficulties have been partially 
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circumvented by use of a leading-edge flap on. the compression surface. 

(See ref. 101 .) Deflection of this flap toward the body reduced the 
pressure rise across the oblique shock wave at a given Mach number, and 
delayed bound ary-layer separation to lower Mach numbers . 

For the conical-shock inlet, internal contraction can be used to 
produce additional supersonic compression, but at the expense of encounter- 
ing the flow-stability problem and additional duct losses. Lukasiewicz 
derives in reference 53 the contraction ratio tstart "that can be used 
with conical-shock Inlets, based upon the assumption that the entrance 
Mach number is the average of that behind the Bhock wave and on the cone 
surface. This variation is presented in sketch (13). It is seen that for 
large cane angles the permissible contraction is small. Experiments at 
Mq = 1.85 (ref. 93) show that for an inlet with a straight lip (not cam- 
bered to meet the local flow) , internal contraction reduces the optimum 
cone angle far mayf-rmim pressure recovery 
to about 2 5° as compared to 30° for an 
inlet with only conical-shock compres- 
sion, (fig. 8) . However, the difference 
in maximum possible recovery is small. 

Only for small cone angles where the 
oblique shock wave is not being fully 
utilized can internal contraction 
produce any great advantage. Testa 
have been made at a Mach number of I.85 
with conical-shock inlets having internal 
contraction and a perforated lip to pro- 
vide flow stability. (See ref. 94.) 

Thp results indicate vary high maximum 
total-pressure ratio, 0.95, for this 
arrangement. Both drag and pressure- 
recovery measurements were made for a 
conical-shock inlet with a 20° cone 
and a perforated cowl at Mach numbers 
of 1 - 59 , 1 * 79 , and 1.99 In reference 96 . 

The results indicated that even though 

high pressure recovery was obtained at zero angle of attack a relatively 
large Increase in external drag occurred relative to similar unperforated 
Inlets. The pressure recovery was relatively insensitive to mass-flow 
change above the mass-flow ratio at which shock oscillation occurred. 

With increasing angle of attack both the range of mass flows far steady 
operation end the pressure recovery decreased at all Mach numbers , the 
latter being a more pronounced decrease than with similar unperforated 
inlets. 

Limiting inlet Mach number .- Far external-compression systems there 
is no problem of flow stability as there la with internal -compression 
systems. There is, however, a limitation an how nearly isentropic the 
compression, can be, or, in other words, an the number af oblique Bhock 



Sketch (13) 
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waves which it Is practical to use. This limitation arises because the 
larger the number of shock waves, the higher the subsonic inlet Mach 
number and the greater the duct losses. Hence, optimum supersonic compres- 
sion requires excellence in duct design. The following table shows the 
local Mach number and total-pressure ratio after the terminal, normal 
shock wave in a pattern arranged with n . oblique shock waves to produce 
the maTclnnim supersonic compression at approach Mach numbers of 1.5 and 2.0. 
Subtracted from these total-pcreBSure ratios are the duct losses correspond- 
ing to the inlet Mach number as measured with a duct with very small losses 
in reference 64. Thus, for these conditions, which are probably about the 



Duct 13.^ - 0, (0/r ) 2 = 

= 0.00143 




Mo = 

1.5 



Mo 

= 2.0 


! 

M 2 

Ptg 

Pt 2 P tg 

Pts 

Ms 

ES 

Ptg”Ptg 

Pte 

H 

Pto 

asm 

Pto 

Pto 

Pto 

Pto 

0 

0.70 

0.93 


0.91 

0.58 

O .72 

0.01 

0.71 

l 

.86 

•98 

■si 

.96 

.74 

.90 

.02 

.88 

2 

•91 

•99 


.96 

.83 

•95 

.02 

•93 

_1 


1.00 

mtim 



■EJ1 

.03 

L 


best that can be expected in the present state of practical design knowl- 
edge, little can be gained by using more .than one oblique shock wave at 
a Mach number of 1.5 or two oblique waves at a Mach number of 2.0. If 
a poorer duct is used. Bay the duct with a thick initial boundary layer 
and a two-radii offset as described in reference 64, the following results 
are obtained when it is combined with shock-compression inlets: 
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Here, the advantages of high supersonic Bcropression are further reduced. 
At a Mach number of 1.5, a normal shock wave might as wall be used, and 
at a Mach number of 2.0, a single oblique, shock wave very nearly produces 
maximum pressure recovery. Oswatitach establishes this point in refer- 
ence 90 by considering the arrangement of oblique shock waves which would 
produce the wiayiTmTm static pressure behind the terminal normal, shock wave. 
This would be the best initial condition for a poor duct ins t allat ion. 
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It Is shown that oblique shook waves produce no Improvement to a Mach 
number of 1.6 and. that a single ohllque wave Is sufficient to a Mach number 
of 2.0. 

At flight Mach numbers greater than 2.0, another limit appears on 
the number of ohllque shock waves that can he used beneficially. As 
pointed out hy Lukasiewicz in reference 87 and Connors and Woollett in 
reference 102, supersonic flow can he turned and compressed hy deflecting 
surfaces through such large angles that a normal shock wave must form at 
the streamline which turns through the maximum angle possible for attached 
flow. This normal shock wave occurs at Mach numbers above shout 2.2 before 
essentially isentropic compression can he achieved; at lower Mach numbers, 
nearly isentropic compression is possible without the occurrence of a 
normal shock wave from this cause . 

Boundary-layer shock-wave interaction .- Probably the most important 
limitation on supersonic compression is caused by the interaction of 
shock waves with boundary layers . For instance, Seddon in the note 
appended to reference 103 shows that far a side intake without boundary- 
layer removal and only a normal shock wave for supersonic compression, 
the total-pressure loss due to this Interaction was greater than the sum 
of the losses from all other sources at Mach numbers between 1.0 and 1.4 
and was about equal to that across a normal shock wave at 1.7* where, 
in general, normal-shock losses are unacceptably high. These interfer- 
ence losses were due to turbulent rniTHng in the flow after separation and 
to changes in skin friction and shock losses from their values in unsepa- 
rated flow. 

The boundary layer separates at relatively low local supersonic Mach 
numbers, about 1.25 and greater, when a normal shock wave interacts with 
a turbulent boundary layer; it separates at very low supersonic Mach 
numbers, lo cally about 1.1, when the interaction is with a 1 amlnar 
boundary layer. (See refs . 103 through 107.) Of course. If the profile 
of the boundary layer has developed an Inflection (H^ 1.8 in incompres- 
sible flow) before the interaction, a less Intense shock wave causes 
separation. The data of reference 106 show that far the range of flight 
conditions of interest in this report, the static pressure-rise ratio 
at separation is not a strong function of Reynolds number If the flow 
to the point of reattachment is turbulent. However, if transition occurs 
between separation end reattachment, there is a Reynolds number dependence . 
In air-induction -system design or testing in conditions in which a laminar 
boundary layer in the engine-flow streamrtube could exist, provision should 
he made for causing transition upstream of shock waves . The reasons are 
that a shock wave of practically any strength can separate a 
layer and that any saving In skin friction due to maintaining a laminar 
layer is negligible. Also, the Reynolds number dependence If the initial 
boundary layer were not turbulent could produce unreliable test measure- 
ments . Separation is to be avoided not only because of pressure losses 
but also because of flow unsteadiness and nomini f onnity . However, amall 
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amounte of separation with subsequent reattachment are not necessarily 
serious, and information is required on the allowable tolerances for 
regions of separated flow. 

With air-induction systems, the shock waves that interact with a 
boundary layer can originate from a change in surface slope, from neigh- 
boring surfaces, or from the normal shock wave which te rmin ates supersonic 
compression. Bogdancff and Kepler (ref. 105) indicate that for local Mach 
numbers through 2.0, a static -pres sure -rise ratio of about 2 causes separa- 
tion. Gadd, Holder, and Began (ref. 106) show a value of 1.7 ; Ifussdorfer 
(ref. 104) suggests a value of 1,89; Lukasiewicz (ref. 52), Seddon 
(ref. 103) , end Dailey (ref. 108) suggest 1,8, the pressure ratio across 
a normal shock wave occurring at a Mach number of 1.3; and the criterion 
of Uitzberg and Crandall [(usep/uinitial) 2 = 1/2] corresponds to a static- 
pressure-rise ratio of 1.7 (ref. 109). Such differences are due to the 
method used to determine separation and to test conditions . Nus sdorf er ’ s 
criterion of static-pressure -rise ratio of 1.9 was derived from a study of 
air -induction-system data which Included both plane and conical compression 
surfaces. If this criterion is used as the one appropriate to present 
design methods for the case where a normal shock wave interacts with a 
turbulent boundary layer, the limitations on shock compression because 
of separation are those superimposed on the curves of total-pressure ratio 
as a function of flow deflection angle and Mach number presented in fig- 
ures 6, 7, and 8. If it is assumed that the degree of separation at the 
boundary dete rmin ed by Ifussdorfer *s criterion is sufficient to reduce 
induction-system performance, it is evident that in the Mach number range 
up to 2.0 inlets must be designed for nearly the optimum shock configura- 
tion. If a smaller deflection angle is used, the terminal normal shock 
wave is intense enough to cause separation. This interaction undoubtedly 
decreases performance in cases where the boundary layer just ahead of the 
normal shock wave is on the verge of separation and where the subsequent 
flow is not given an opportunity to reattach. For instance, the sketch 
in figure 7 shows a condition where the pressure rise in the vicinity of 
the oblique-shock reflection could be sufficient to cause local separation 
or at least disturb the boundary layer sufficiently so that the terminal 
normal shock wave would ensure separation 1 . The limitations for avoiding 
separation in this case are more severe than Indicated in this figure. 
Comparison of figures 6, 7, and 8 shows that a strict requirement of 
avoiding bow-shock wave detachment and separation due to the terminal 
normal shock wave through a range of flight Mach numbers makes systems 
in which the configuration can be varied necessary at Mach numbers above 
about 1.6 In two-dimensional flaw and above about 2.0 in conical flow. 
(Other reasons for variable systems and information on those that have 
been tested will be discussed subsequently. ) 

Separation due to changes In surface slope and to impinging shock 
waves from other surfaces can be alleviated by reducing the pressure 
gradient by distributing the disturbance over same length. In other words, 
discrete shock waves are to be avoided. For instance. Chapman, Khehn, 
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HnH Larson In some as yet unpublished results found that the turbulent 
boundary layer can withstand a large pressure rise an a curved surface 
where it him sufficient distance in which to re-energize itself . (See 
also refs. 43 and 110.) 

If boundary-layer . separation due to interaction with shock waves 
cannot be avoided in induction-system design, it can, of course, be pre- 
vented by removing or re- ener gizin g the approaching boundary layer. Inves- 
tigations of such methods are reported in references 111 through 115* The 
investigations of boundary-layer removal near the minimum-area station by 
both porous suction and slots Bhow that same improvement in pressure 
recovery at low mass-flaw ratios can be achieved. More important, however, 
is the improvement in flow uniformity and steadiness over a wide range of 
mass-flow ratios. Similar results are obtained with blowing methods of 
boundary-layer control in which the point of discharge is upstream of the 
minimum-area station. (See refs. 113 and 114 .) 

To summarize, separation can easily be caused by the interaction of 
shock waves with a boundary layer . To avoid separation, the boundary- 
layer profile approaching the region of supersonic compression should have 
no inflection; changes in surface slope and impinging disturbances should 
be distributed to reduce the pressure gradient; the proper arrangement of 
shock waves should be used to keep the interaction pressure ratio at the 
terminal normal shock wave below that which would produce separation; and 
the initial subsequent compression should be small. Thus, the mass-flow 
ratio should be high to minimize subsonic compression behind the terminal 
shock wave, and a nearly straight entry section should, be used in the duct 
to minimize the pressure gradient and to permit reattachment If same 
separation does occur. The boundary layer can be removed or re-energized 
to avoid or reduce the interaction. 

Lip design .- In supersonic flight, the problems of lip design are 
different from those of subsonic flight, far there is no possibility of 
external streamlines converging upon the inlet and causing separation of 
the internal flow. The problems are those of locating and shaping the lip 
properly to maintain high pressure recovery and low net drag without 
severely compromising these qualities in subsonic flight. 

Tests of open-nose inlets to determine the effects of lip profile in 
supersonic flight are reported in references 23 and 116. It was found 
that curved internal surfaces that are satisfactory at subsonic speeds can 
be used at supersonic speeds at least to a Mach number of 1.7 without any 
sacrifice in total-pressure ratio . In fact, a lip described in refer- 
ence 23 with (r/R) 2 = 1.15 produces higher pressure recovery than a sharp 
lip at Mach numbers to 1.5, and/ as shown In figure 5, this lip maintains 
high recovery to relatively large mass-flow ratios at subsonic speeds. 

With internal-contraction Inlets designed for the contraction ratio 
♦start ( 6ee , the profile cf the contracting passage can as veil be 
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a straight line as a theoretically more efficient contour because the 
permissible contraction Is small to a flight Mach number of 2.0. Far such 
Inl ets with an adjustable throat to Increase the contraction while In 
flight to values less than tstart, a straight-line profile at the Up is 
also sufficiently refined In this Mach number range. The deflection angle 
at the lip leading edge should, of course, not exceed the angle for shock- 
wave detachment or far regular reflection (see refs. 53 and 92). However, 
as shown by the results In reference 5^, and as discussed previously, it 
should be a sufficiently large angle to minimize the effects of interac- 
tion between the boundary layer and the terminal normal shock wave. (The 
results of Wyatt and Hunczak, ref. 5h, further show that an extended entry 
section permits greater supersonic compression in this type of air- 
induction system, presumably because the separated boundary layer which 
follows a relatively strong normal shock wave has an opportunity to 
reattach. ) 

Lukasiewicz (ref. 53) in discussing conical-shock Inlets with sharp 
lips shows that neither lip position nor lip Incidence have, within reason- 
able design .limits, great significance in affecting pressure recovery at 
Mach numbers less than about 2.0. Lip position Is not important because 
the velocity gradients for reasonable positions in practical conical flow- 
fields are small. Lip incidence has little importance because even if the 
shock wave from the lip is detached, it is of small intensity in a design 
having the relatively large cone angle necessary for maximum pressure 
recovery. 

Although lip design has been found to be of secondary importance 
in regard to pressure recovery for extern^- compression inlets, it is of 
great importance in regard to drag, which will be discussed later. 

Mass— flow variation .- Air-induction systems without an adjustable 
inlet area or a bypass must operate through a range of mass flow as flight 
conditions change. The previous discussion of supersonic compression has 
been concerned primarily with consider at Ians of maximum total-pressure 
ratio at a single design' condition, usually the "critical mass-flow ratio.” 
This term denotes the internal flow when there is no subsonic spillage 
and the terminal normal shock wave occurs at the minimum-area section; 
that is, when the supersonic compression far the system is maximum. If 
the transition to subsonic flow occurs downstream of the minimum section, 
the mass-flow ratio 1 b the same as at the critical condition because there 
is also no subsonic spillage, but the total-pressure ratio is less because 
the terminal shock wave occurs at a blghar* local Mach number. Such opera- 
tion is termed "supercritical" and the total-pressure ratio is determined 
by the flight conditions and the requirements of flow continuity and of 
the flow schedule of the engine. From equation (l6) 
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Eiua, far a specific mass-flow ratio, a reduction In Inlet area produces 
a low pres stir e recovery for a given engine corrected air flow and flight 
Mach number; or, for a given Inlet area and mass-flow ratio, corrected 
air flows or flight Mach numbers above the design value also reduce the 
total-pressure ratio. Systems are sometimes designed to operate at super- 
critical conditions in order to avoid flow unsteadiness -which often occurs 
at mass-flow ratios Just below critical, particularly at angle of attack 
with systems having a large amount of supersonic compression and no Inter- 
ference which alleviates angle-of -attack effects. (See, for Instance, 
refs. 117 and 118.) When the transition to subsonic flow Is upstream, of 
the Inlet, the sub critical condition, a normal shock wave occurs exter- 
nally and flow is spilled behind It to reduce the mass-flow ratio from 
the maximum. The possible total-pressure ratio at these reduced mass flowB 
can be calculated from the known shock pattern If the pressure rise through 
the shock waves Is not so great as to cause separation losses or to dis- 
tort a boundary layer enough to change the shock pattern. 

Experimental Investigations of isolated air - Induction systems through 
the range of mas b - flow ratios show. In general, that Inlets which attain 
very high total-pressure ratios at the critical condition are very sen- 
sitive to changes In operating flow conditions . That la, total-pressure 
ratio is markedly reduced if operation is very far subcrltical, and, as 
with any Inlet, recovery decreases rapidly In the supercritical range. 

The data summarized by Lukasiewicz (ref. 53) Illustrate this fact. Thus, 
an open-nose Inlet which accepts supersonic compression through a normal 
shock wave does not, as shown In sketch (11), attain a hi gh total-pressure 
ratio, but essentially the maximum total -pressure ratio with uniform flow 
at the compressor face is maintained throughout the subcrltical range. 

The total-pressure ratio which has been measured in experiments is that 
calculated far the normal-shock wave minim the duct losses. An Internal- 
contraction Inlet suffers an abrupt total-pressure loss and operates as 
a normal-shock Inlet as soon as the flow becomes subcrltical. Conical- 
shock inlets designed with more than one oblique shock wave also have this 
disadvantage of an abrupt decrease In total-pressure ratio at subcrltical 
mass -flow ratios, presumably because the boundary-layer profile approaches 
that for separation In passing through the large adverse pressure gradients 
of the supersonic compression. However, conical-shock inlets with one 
oblique shock wave designed far near-maximum-total-pressure ratio can 
maintain a high level of pressure recovery well Into the subcrltical 
range. Use of less than the optimum cone angle (included angles less than 
about 50°) produces a terminal normal shock wave of too great intensity 
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which adversely affects sub critical operation. The most disturbing dif- 
ficulties at reduced mass -flow ratios are flow nonuniformity and unstead- 
iness which are caused by separation that can arise from a number of 
sources. An extended sub critical range of mass-flow ratios in which the 
flow is steady can be obtained by choice of the proper shock pattern and 
duct design or by boundary- layer removal. 

Since fixed-area intakes can be unsatisfactory at mass-flow ratios 
other than that chosen as the design point, systems must be considered 
in which a constant, or nearly constant, mass -flow ratio maintains a high 
level of over-all induction-system performance through a wide range of 
flight conditions. This can he accomplished by varying the inlet area; 
or, for a fixed inlet area, excess air can be bypassed to satisfy the engine 
air requirements while operating the induction system near its best design 
point. By these methods the reduction in propulsive-system performance 
from additive drag, reduced pressure recovery, or flow nonuniformity and 
unsteadiness can he avoided at the expense of weight and complication. 

For aircraft which must fly at widely different conditions of power, alti- 
tude, and speed, such complication is necessary. The best arrangement 
for any particular aircraft requires detailed evaluation. 

Perhaps the s amplest variable systems for matching the air require- 
ments of an engine are an auxiliary scoop (ref. 7*0 and a bypass (ref. 119 ) • 
With the f canner, the main inlet is matched in area far the high-speed 
flight condition and an auxiliary scoop is opened for flight at lower 
Mach numbers . With a bypass between the inlet and the engine, the inlet 
area is generally chosen for the altitude cruise condition and is large 
for flight at high speed or low altitude. The excess air is dumped over- 
hoard through the bypass. The analyses of references 74 and 119 show 
that these systems have various advantages and are superior to other systems 
for certain flight conditions. Experiments have demonstrated that at Mach 
numbers up to 2.0 the drag of the bypass can be small as long as the air 
is ejected nearly parallel to the local flow direction, (ref. 120). 

Another variable system is a conical-shock inlet in which the center 
body can be moved fore and aft to regulate the mass -flow ratio. This is 
the translating- cone inlet (refs. 121, 122, and 123). When the oblique 
shock wave from the cone apex intersects the inlet lip, the mass-flow 
ratio is the maximum. When the cone is .moved forward relative to the lip, 
the mas s -flow ratio is reduced by supersonic spillage and the additive 
drag is not as large as if the spillage were behind a normal shock wave 
(see p. 64). Gorton shows in reference 122 that such inlets can be designed 
for high pressure recovery at Mach numbers from 1.5 to 2.0. The effects 
of various design compromises which must be made in the design of such 
translating- cone inlets are studied in reference 123. The performance 
of three inlets each in combination with three turbojet engines is com- 
pared. The choice of inlet was found to depend upon the engine air-flow 
schedule and the flight conditions selected as critical. In reference 31 
tests with an operating turbojet engine of a translating- cone inlet and 
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of a "bypass system at flight Mach, numbers of 0, 0.6, 1.7, and 2.0 are 
described. Both, systems eliminated flow spillage behind a normal shock, 
wave, but the net propulsive farces were not determined. This Investiga- 
tion was extended In reference 124 to iwt»inrt>» automatic control of a system 
with a translating cane and a bypass combined. By sensing total pressure 
at the cone tip and cowl lip and static pressure Just inside the Inlet, 
the oblique shock wave could be maintained at the lip and the terminal 
shock wave could be positioned Just inside the cowl. The total-pressure 
recovery varied from 0.92 to 0.86 as the Mach number was changed from 
1.7 to 2.0 (see fig. 9)* 

Air- Induction systems In which the deflection angle of the supersonic 
compression surfaces can be varied to provide for engine-inlet matching 
through a range of flight conditions have been tested in a vide variety 
of arrangements. In reference 125 a precompression ramp followed by a 
variable second ramp was used to improve the performance of a twin-scoop 
installation with fixed-area Inlets. Precompression ramp angles of 3° 
and 10° were tested in combination with the variable second ranp; the 
larger angle produced the better pressure recovery. However, nonuniform- 
ity In the total-pressure distribution at the diffuser exit of more than 
5 percent existed far all the configurations tested. An under slung scoop 
having a variable horizontal ramp or a variable •vertical-wedge compression 
surface is described in reference 112. T’he total-pressure ratios attained 
in tests at Mach numbers from 1.4 to 1.8 are shown in figure 9* It is 
seen that these systems produce relatively high total-pressure ratios. 
Further tests reported in reference 112 of an underslung scoop with 
boundary-layer removal through parous suction over the compression surfaces 
show an increase in total-pressure ratio of as much as 5 percent with 
nearly the same gain in net propulsive farce. 

The problem of providing high values of net propulsive force far a 
self -accelerating ram- Jet missile requires some form of variable Inlet 
area, and the variation must be accomplished in a simple manner-. A drop- 
able cowling to provide, in effect, two inlets is reported in reference 
126. A cowling was added to a double-cone inlet designed for Mo = 2.4 
so that the combination was a normal-shock inlet, and tests were made at 
Mach numbers of 0.64, 1-5* and 2.0. Substantial Improvements in net pro- 
pulsive force aver that of the double-cone inlet were obtained at these 
Mach numbers. 

Investigations of inlets having both variable Inlet and throat areas 
are reported in references 68 and 127 and the pressure recovery character- 
istics are compared with those of other inlets In figure 9* 

Angle of attack .- As in subsonic flight, the flow approaching an 
air-induction system at supersonic speeds can he at an angle to the system 
axis because of the attitude of the aircraft and because of induced effects. 
As in the case of mass-flow variations, Inlets which attain very hi gh 
total-pressure ratios are. In general, sensitive to angle of attack. 
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Lukasiewicz (ref. 53 ) shows that an crpen-nose inlet with normal-shock 
compression Is not affected by angle of. attack up to 5 °; but the other 
inlets, that is, the internal-contraction and c onical -shock types, suffer 
losses In maximum total-pressure ratios of from 3 to 4 percent at angles 
of attack of 5°* (See refs. 53 1 122, and 128.) At higher angles of attack 
separation from the lower Up of symmetric open-nose inlets reduces the 
pressure recovery until at angles of attack of the order of 20° at a Mach 
number of 1.42, the maximum total pressure ratio decreases from 0.95 to 
O .85 (fig. 10). The reductions in pressure recovery are greater for 
conical-shock and internal-contraction inlets. 

Several methods for maintaining the zero-angle-of -attack level of 
pressure recovery with changing angle of attack have been proposed. A 
summary of test results is presented in figure 10. Behelm suggested a 
pivoted cone in reference 129 , and found that relative to a fixed-cone 
inlet, an increase in maximum pressure recovery, mass-flow ratio, and flow 
steadiness could he obtained at angle of attack. However, there was no 
improvement in flow uniformity, and maximum pressure recovery occurred at 
a reduced mass -flow ratio. A method is proposed in reference 130 in which 
an inlet with a vertical-wedge compression surface inside a conical cowl 
was modified by perforating the wedge center body and cutting hack the 
lower half of the cowl lip. Total -pressure recovery obtained with this 
inlet, although lower than with comparable conical-shock inlets, was 
essentially constant with increasing angle of attack up to an angle of at 
least 10°, the limit of the tests. There was an increase in the sub criti- 
cal mass-flow range for steady flow, <*nd twin-duct instability was elimi- 
nated by cross -ventilation through the perforations . Other methods for 
maintaining the level of pressure recovery with changing angle of attack 
consist of either canting the inlet plane (refs. 131 and 132 ) or adding 
flow def lectl ng,_ surfaces (refs . 26 and 133 ) « A rrangements for utilizing 
interference from other aircraft components to keep the flow alined with 
the system axis are discussed later under IHTEj^ijlKkwCE . 


DRAG 


The design objective in regard to drag is to ml.niml.ze disturbances 
in the external flow; that is, to maintain as much laminar flow as possible, 
to avoid separation, and to avoid shock waves or reduce their intensity. 
Since the forces of skin friction occur an all external surfaces and are 
not limited to those of air-induction systems, no detailed discussions 
of skin friction or of the allied problem of houndary-layer transition 
are presented in this report. References 4l, 42, 134, 135, and 136 con- 
tain design information on these subjects. 

In this section, only the drag of isolated air- Induction systems is 
considered; tha t is, wing-root inlets and types which include interference 
drag forces are not discussed. In general, drag coefficients are based 
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an the maximum frontal area of the cowling or fuselage. As described 
previously, scoop Incremental or additive drag should be computed to the 
stagnation point on the Inlet lips j however, since the location of the 
stagnation point is seldom known, these quantities are here computed to 
the plane tangent to the leading edge of the Ups. As discussed in refer- 
ence 23 , such an assumption is conservative. In order to have a reference 
for the relative Importance of the drag components considered, the fol- 
lowing table of : representative aircraft dimensions and total drag coef- 
ficients has been compiled . 


Aircraft 


Mudmm ftatl mb 
frontal area 1 
Ah, aq. ft 

Aa 

Wins 
area, S, 
•q ft 

T 

Mdrag rim 

Pp~r- “ D«W<lS 

Rafer- 

mem 

8i2m cole 



r-100 

*.* 3 

26. to 

0.169 

376.0 

0.070 

0.92 

0.0120 

0.0*35 

0.0*30 

137 

U-91 

*•90 

35-30 

038 

320.0 

.111 

■85 

.0175 

.0630 


137 

T3H-1 

3.72 

26.50 

.140 

415.0 

.064 

.88 

.013 

.0513 


137 

jto-i 

£.26 

25-00 

.171 

357.0 

.045 

■90 

.0100 

.0373 

.0380 

137 

r- 9*c 




232.8 


.76 

.0253 



138 

p-e&s 

2.45 

24.14 

.102 

£88.0 

.084 

.85 

.auSo 



139 

T-ffar 


19.1a 


3*3.5 

.057 

.77 

.01*0 



1S0 

xr-921 




*23.0 


.90 

.0100 



i*i 

xp-afir 

2.*3 



302.0 


.80 

.0140 



ite 

T-102 

4-. 20 

33-60 

.125 

661.0 

.051 

.90 

.0100 

.0290 

.0270 

1*3 

r-105 


24.70 


383.0 

.06* 


.0250 


.03*0 

1** 

m-i 

3.20 

23.26 

.137 

*96.0 

.0*7 

.87 

.0140 

.0720 


1*3 


1 Thie iru la that of tha natrium eroaa aeatlaa of tha faaalaga. 


Thus, an approximate figure for the ratio of maximum cowling or fuselage 
cross-section area to wing area for present-day aircraft is 0.1 and the 
supersonic drag coefficient at a Mach number of 1.5 Is about 0.04. This 
figure corresponds to O.^WDO based on maximum frontal area. Drag-coefficient 
reductions of 0.005 ah supersonic speeda and 0.002 at subsonic speeds due 
to improvements In the alr-inductian system represent 1 . 25 -per cent reduc- 
tions In airplane drag. Such increments In drag coefficient are probably 
the limi t of preliminary design accuracy and, are -the least significant 
figures worthy of consideration in the following discussion. 


Subsonic Flight 


In subsonic flight below the Mach number for drag divergence, the 
TTuvtn drag problem of air-induction systems is to reduce skin friction by 
fjglayTng boundary- layer transition and by ml nl ml zing wetted area. Drag 
due to separation is of little concern even for the relatively sharp lips 
of supersonic aircraft because, as shown by the discussion of sketch ( 8) , 
mass-flow ratios are near or above 1 and the angularity of the external 
flow relative to the inle t lips is small. F or subsonic air craft in which 
it is desirable to minimize internal losses by having a large inlet area 
nnfl low mass-flow ratios, external separation can be avoided by use of 
blunt lips. At the high angles of attack in . l a ndin g and take-off opera- 
tions, mass-flow ratios are greater than 1, so the engine-induced flow 
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counteracts the tendency toward external separation an upper Inle t lips. 
Climb with Jet -powered aircraft ordinarily occurs at relatively high 
speeds where the mass-flow ratio can be; less than 1, but, because of the 
speed, the angle of attack of the airplane is not large. At high subsonic 
speeds, 1 , low mass -flow ratios must be aVoided if divergence of the engine - 
air streamtube ahead of the inlet and shock stall an the inlet lips is to 
be prevented.. Thus, since the external shape cf an air-induction syBtem 
can be considered independently of the duct shape (see ref. 2, p. 6o), 
the design problem in regard to subsonic drag is to select an external 
contour that encloses the necessary induction system and maintains laminar, 
shock-free flow through the required range of mass flow and angle of attack. 

The net drag of an air-induction system is entirely due to skin fric- 
tion as long as the flow is unseparated and lrrotational outside of the 
boundary layer, for, as shown previously, the pressure force in the drag 
direction along the free surface of the engine-flow streamtube in equa- 
tion (7) ia offset by a pressure farce! on the cowling surface in the 
thrust direction. The experimental results of Blackaby and Watson 
(ref. 72) show that for a wedge-shaped lip profile (7-1/2° wedge angle) 
there is no net pressure drag in low-speed flow at mass -flow ratios above 
0.8; for blunter lips, lower mass-flow ratios (less than 0.6) were reached 
without external separation that caused. any appreciable loss in lip suction 
force. Similarly, measure men ts to a Mach number of 1 show little change 
in net drag with mass -flow ratios as low as 0.8 for sharp lips and to 
less with blunt lips. (See refs. 76 and 146.) From these results, it is 
apparent that no net pressure drag need be experienced at subsonic 
speeds in the mas s'-f low-ratio range of interest. However, for the thin 
lips required for high-speed flight, a very localized lip suction force 
to counteract additive drag is not conducive to laminar flow, for a small, 
region of very low pressure is followed by" a rising pressure which causes 
transition to turbulent flow in the boundary layer. From the criterion 
of Kdrmdn and Millikan (ref. 147 ) that laminar separation occurs in a 
positive pressure gradient when the lpcaj. velocity is about 0.9 the maxi- 
mum velocity and that laminar separation results in transition, it appears 
from the pres sure -distribution data of reference 146 that at flight Mach 
numbers greater than 0.8 witbTa sharp 1 lip , "Mass-flow ratios greater than 
0.9 are necessary to prevent" transition from occurring on the lip. For 
the NACA- l-series inlets of reference: 76, mass -flow ratios to as low as 
0.8 with no serious adverse pressure gradient seem possible in flight to 
a Mach number of 1 . 0 , although the scatter of the data prevents a definite 
conclusion. The pressure-distribution data on NACA 1 - series inlets at a 
Mach number of 0.4 (ref. 80) indicate that for usual ratios of inlet to 
maximum diameter, no suction" pressure! peak with subsequent transition 
need occur to mass -flow ratios as low as about 0.4 at zero angle of attack. 
Similarly, the "class C" profiles of Kuchemann and Weber (ref. 2 ) create 
no adverse pressure gradient until very low mass-flow ratios, less than 
0 . 4 , are reached. These shapes thus can produce low drag in subsonic 
flight; however, because of their blunt shape, they create high wave drag 
in supersonic flight (see, e.g., the data of ref. 148) . For aircraft that 
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fly supersonically, thinner Ups most he used together with a relatively 
high mass -flow ratio, greater than about 0.8, to have low external drag 
through the speed range. 


The HACA 1-series profiles (ref. 80) and those described by Knchemann 
and Weber (ref. 2) were designed according to the criterion of maximizing 
the critical Mach number of lips, that is, the flight Mach number at which 
sonic velocity first occurs on the profile. It was thought that this 
Mach number would Indicate the beginning of the transonic drag rise and 
thus should occur at as high a speed as possible. The drag rise is well 
predicted by critical Mach number for cowl shapes over which the pressure 
distribution is nearly uniform (see ref. 2); however, it is not predicted 
by the critical Mach number as applied to local high-velocity regions . l5 
Since, from the skin-friction standpoint, shapes must be chosen that have 
a nearly uniform distribution of pressure, the critical Mach number is a 
good indication of the drag-rise Mach number for the shapes of interest. 
The BACA 1-series and the Kuohemann and Weber class C series can thus he 
used with reliance placed on the predicted drag-rise Mach number. Far 
high Mach numbers of drag divergence, the cowls must be slender as shown 
in sketch (14) . The results of refer- 
ence 148 show that at high mass-flow 
ratios, the details of lip shape for 
slender cowls have little effect on 
the magnitude of the external pressure 
drag to flight Mach numbers of 1. 

The important consideration is the 
axial distribution of cross-section 
area, particularly when in combina- 
tion with other airplane components*, 
as will be discussed later. 

As shown by tests reported 
in references 150 and 151 # the 
Mach number for drag divergence end 
the magnitude of the transonic drag 
rise for ducted bodies can be deter- 
mined experimental! y by tests cf 
equivalent bodies. That is, the solid body equivalent to a ducted body 
from the external- wave -drag standpoint is the ducted body with the free- 
stream area of the engine streanrtube subtracted from the longitudinal 
area distribution. At mass-flow ratios lass than 1, an equivalent body 
thus has a blunt nose; nevertheless, the experiments indicate that the 

im-Tnrpnrr»tanf a nf TvT ghwyyQ nc-Tt.y TPg-trma nm crrcrl h 

analogous to the observations of Witzberg and Crandall regarding airfoils 
(see ref. 149). Here, it is shown that drag-rise Mach number can best be 
predicted by applying the Erandtl-Glauert rule to the pressure coefficient 
at the airfoil crest; in other words, supersonic flow must extend over a 
considerable portion of the surface for the drag rise to be predicted 
accurately by the critical. Mach number. 
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equivalent-body method is a reliable indication of ducted-body drag rise 
to mass-flow ratios as low as 0.7* The accuracy of this method is greatest 
for fair equivalent bodies having high fineness ratios. 

The effect of angle of attack of air-induction systems on external 
drag is generally not a serious problem. At the lowest mass-flow ratio 
that would normally occur in high-speed flight, of the order of 0.6, the 
pressure-distribution data on the MCA 1-serieB inletB show that angles 
to 4° can be reached without a serious suction pressure peak for cowls 
that are not too slender. A slender cowl, the 1-50-200, for instance, 
develops a suction pressure peak at this angle whereas the 1-50-150 does 
not because of the thicker lip. 


Supersonic Flight 


The following discussion of the drag of isolated air-induction systems 
at supersonic speeds is arranged according to the components which make up 
the net drag sis shown in sketch (15). Here, typical variations of the com- 
ponents of the net drag coefficient with mass -flow ratio for a given flight 



Sketch (15) 

Mach number are presented. The net drag can be considered to consist of 
four parts: 
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1. The external wave (or pressure) drag ■when the system operates 

with no spillage, as in sketch (l 6 a). 

2. The pressure force on the deflected engine-flow streamtube, as in 

sketches (l 6 b) and (l 6 c). (This is additive drag.) 

3* The change in external wave drag due to a reduction in mass -flow 
from the maximum, as in sketch (l 6 b) or (l 6 c) . (This is called 
the cowl suction force . ) 

4. Skin friction (as mentioned on p. 52, this component of the 
drag is not discussed in this report) . 



shock wave and a normal shock wave 


Sketch (16) 

External wave drag with no spillage .- Several methods have "been 
developed for estimating the pressure distribution and wave drag of axially 
symmetric ducted bodies at zero angle of attack with an attached shock wave 
on the lip. These are listed with pertinent references as follows: 


Linearized methods References 


Brown and Parker 

86,152 

Lighthill 

153A54 

Ward 

155,156 

Jack 

157 

Moore 

158 

Ferrari 

I 59 . 16 O 

161 

Bolton-Shaw and Zienkiewicz 

Parker 

Second-order method 

162 


Van Dyke 


163 , 16^,165 
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Higher -order method References 

Ferri 86 ,l 66 

In general, the greater accuracy of the more complicated methods 
is obtained at the expense of greater labor in making calculations. Also, 
since the simpler methods utilize mare assumptions, their range of appli- 
cability is less but is often sufficient for design purposes. In refer- 
ence 157 , the linearized method of characteristics is compared with the 
source-distribution method of reference 152 . It was found that to 
produce the same accuracy the linearized method of characteristics requires 
much more computing time. In comparing with the characteristics method 
of reference 1 66 , this latter procedure was found to require by far the 
greatest amount of effort , but the comparison showed that for large flow 
deflection angles at the lip (15.5°) the linearized methods underestimate 
the pressure on the lip and hence the drag, in this case (Mo = 1 . 8 ) by 
36 percent. In terms of airplane drag, such an error would be equi valent 
to roughly 1 percent. Ferri compares calculations by the method of char- 
acteristics with those of the small -disturbance theory of reference 152 for 
a cowl with a 3° Up angle at a Mach number of 1.5 and finds that the 
approximate method underestimates only slightly the pressures along the 
cowl. In fact, rotation need be taken Into account only when a strong 
curved external shock wave occurs and the variation of entropy along the 
shock wave is great. Similar comparisons at a flight Mach number of 2 
have been made between the methods of references 152 and l64 for a conical 
and a curved cowl. She conical cowl had a 3 ° semiapex angle and the ratio 
of inlet -to-maximum area was O. 676 . The curved cowling had a 12. 9° Initial 
deflection angle, an area ratio of 0 . 5 , a length-to-diameter ratio 2 /djj 
of 3*18 and a practical profile which is: defined by the relation 


x * 4.38(r - 1 ) + 15-5l(r - l ) 2 + 77-07(r - l ) 3 + 1.73 


The outer surface of this lip is parallel to the local flow direction 
when the shock wave from a 50° cone intersects the lip . 16 The results 
of this comparison are summarized in the following table: 


16 Lukasiewicz in reference 53 presents design information on the 
flow direction in conical flow fields and on the conditions for regular 
reflection and shock-wave detachment. It is shown that a lip Incidence 
angle can be selected that is good for a: wide range of Mach numbers . Also , 
a conical-shock inlet designed with a straight lip to provide Internal 
contraction c ann ot have regular reflection at Mach numbers up to .2.0 if 
cone angles greater than 25° are used. In two-dimensional flow, attached 
flow on a straight lip Is not possible at a Mach number of 2.0 if the flow 
deflection angle is greater than 13 °. 
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As In the previous comparisons , the first-order method underestimates the 
pressure on the lip and the drag; the difference is small if the deflection 
angle at the lip is small , hut the error becomes sizable in terms of cowl 
drag for large angles 17 (in this case lb percent when the complete pressure- 
coefficient relationship is used) . In terms of airplane drag coefficient , 
even this error at large deflection angles is negligible. Van Dyke in 
reference 165 shows that for cones at Mach numbers less than 2 and cone 
angles to 30 ° , the second-order and exact theories give practically iden- 
tical results. In this reference, it is also shown, as indicated in the 
table, that higher order terms should be retained in the pressure relation- 
ship for calculations involving three -dimensional flow. From these com- 
parisons and knowledge of the shapes that are of practical interest, which 
will be discussed subsequently, it is concluded that since large lip angles 
create large drag forces that must be avoided by the designer, the linear- 
ized methods are of sufficient accuracy for most design purposes . 

Comparison of the quasi- cylindrical theory of Lighthill (ref. 153) 
with experimental measurements of wave drag is made in references 1 k6 

l7 In applying the second-order theory to the curved cowling, it was 
found that considerably more computation time was required than expected. 
Reference l64 gives certain rules for selecting intervals for computation. 
Whereas about 6 intervals are sufficient for solid ogival bodies, the 
curved cowling required 11 intervals, which increased the labor of eom- 
putation fourfold. 
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and 167 . It was found that in spite of the fact that the models vere 
not quasi -cylindrical (the ratios of inlet-to-maximum area were 0.25 and 

0 . 50 , and the corresponding initial lip angles were 11.8° and 7-3°) the 
agreement was satisfactory, as indicated in the following table: 


Model 

Mo 

External wave drag coefficient 

Error 

prediction, 

percent 

Measured 

Theoretical 

A 2 /A 11 = 0.25 

l.4i 

0.119 

O.I 36 

14 


1.82 

.099 

.104 

5 


l.4l 

.049 

.055 

12 


1.82 

.04o 

.04i 

2.5 


The theory overestimates the drag coefficient in spite of the fact that 
it underestimates the cowl pressures because too large a frontal area Is 
assumed for the initial portion of the cowl in these cases . The experi- 
mental measurements also substantiate the following predictions: 

1. The pressure at the gowl lip corresponds to that downstream of a 
two-dimensional oblique shock wave created by the lip deflection angle. 

2. The pressures on the rear of the cowl approach asymptotically 
the value for a cone with the same slope. (This is true for nl 1 
mass -flow ratios. ) 

3- An expansion about a discontinuity in surface slope is a Prandtl- 
Meyer expansion. At reduced mass-flow ratios, the Mach number ahead 
of the corner is determined by the local static pressure and the 
total pressure behind the normal shock wave. 

At a Mach number of 1-33 j the theory predicts the pressure on the cowl 
lip as well as it does at higher Mach numbers, but at Mo = 1.17 the 
experiments show that the pressure is overestimated. At lower supersonic 
Mach numbers this tendency increases. It is therefore concluded that the 
lower limit at which the linearized theory should be applied is a Mach 
number of about 1.2. 

Warren and Gunn in reference l68 have extrapolated Ward's first- 
order theory for conical cowls to small values of the ratio of inlet-to- 
maximum area. The effect is to reduce the overestimation of wave drag 
shown in the previous table . Their method can be. slightly improved at 
low values of A 2 /AM and Mo by using exact values for the drag of cones 
(A 2 /AM = 0) and calculations from second-order theory to indicate more 
closely the proper trend of the extrapolation. Results from such a pro- 
cedure are shown in figure 11. (Drag coefficient is based on maximum frontal 
area. ) 
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External profile .- From considerations of strictly supersonic flight 
with inlets having no spillage , the linearized theories have been used to 
determine the optimum profile of axially synmetrie bodies from the stag- 
nation point to the position of maximum, diameter. Ward (ref. 1 69 ) con- 
cluded that the profile is very nearly a straight line, that is, a straight 
conical taper. Jack (ref. 157) calculated the drag of several profiles 
for a conical-shock inlet at a Mach number of 2.0 and found that less drag 
was produced by a conical taper than the curved profiles. Using more exact 
methods and imposing certain restrictive conditions, Ferrari (ref. l 6 o) and 
Parker (ref. 162 ) have found that the optimum profile is curved. S imil arly, 
Walters (ref. 150) and Hovell (ref. 170) have applied the transonic-area- 
rule concept to the design of bodies with nose inle ts and have found that 
the method suggests a curved profile and does produce low drag. The method 
is to add the longitudinal area distribution of a minimum-drag solid body 
and the area of the engine-air streamtube to obtain the area distribution 
of the minimum-drag ducted body. Wot only did this method produce a lower 
drag at full flow than the other bodies which were tested, but also it is 
stated in reference 170 that more cowl suction force is obtained at reduced 
mass flow. However, the improvement in this regard is of small magnitude 
in terms of airplane drag coefficient. 

In order to compare these proposed optimum shapes, calculations have 
been made for Mach numbers of 1.4 and 2.0 for practical nacelle shapes 
with ratios of inlet-to-maximum area of 0 .l 6 and 0.3 6 and fineness ratios 
of 3 and 6 . (As shown by the data of reference J 6 , fineness ratios less 
than 3 create large drag. Fineness ratios greater than 6 are so slender 
that small differences in profile have a negligible effect.) 


Minimum-drag coefficients based on maximum cowl area for two 


optimum cowl shapes 


Shape 

Mq = 1.4 

Mo = 2.0 

A 2 /A 24 = 0 .l 6 

^/•Am = 0.36 

A 2 /Am = 0.16 


*/%=3 

z/d M = 6 


Z/dM = 6 

z / d M= 3 

£ 

II 

<y\ 

z/<%= 3 

V d M=6 

Conical 
Parker 
(Ref. 162) 

0.059 

.056 

0.019 

.016 

0.032 

.031 

0.01Q 

.009 

0.049 

.048 

0 . 01 6 
.014 

0.025 

.025 

■Knot, 

Mil 


To indicate the differences in shapes, the radii of three minimum-drag cowls 
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are compared with the conical cowl in sketch (l7)« This comparison shows 
that both the differences in drag and radius distribution are amal 1 for 
these low-drag shapes , and it is concluded, as in the case of optimum 



Sketch (17) 


solid bodies (see refs. 171 and I 72 ), that there is little difference no 
matter which shape near the optimum is selected. For most practical pur- 
poses the conical cowl is the optimum shape. 

Warren and Gunn (ref. 168) have presented charts for the optimum 
angle of conical taper and the corresponding drag coefficient ( including 
skin friction) as functions of Mach number, skin-friction coefficient, 
and area ratio. For a given area ratio, an optimum conical angle exists 
because the less the angle the smaller the wave drag but the greater the 
skin -friction drag. Charts resulting from the altered calculations men- 
tioned on page 60 are shown in figure 12 , and they show that for a given 
area ratio and skin-friction coefficient, an increase in Mach number 
increases the optimum angle and decreases the drag coefficient. However, 
the differences about the optimum are small. 


For high-performance conical-shock inlets without internal supersonic 
compression, it is not possible to use a straight conical taper of near- 
optimum angle from the lip leading edge because insufficient lip thickness 
is available in which to enclose the required duct area and turn the flow 
back to the system center line. It is therefore necessary to camber the 
lip to meet the deflected streamline and have a curved external surface. 

The calculations of Ferri (ref. 13 ) indicate that it is better to expand 
and turn the flow in the immediate vicinity of the lip than to distribute 
the expansion along the length of the cowl. The position of the lip leading 
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edge is of little importance in regard, to external drag; but, as discussed 
subsequently, it is of great importance in regard to net drag because to 
avoid the large force that can result from additive drag the lip should 
just intersect the oblique shock wave from the cone apex. 

Additive drag .- As described in the section on definitions (p. 12), 
additive drag represents the momentum difference in the engine-flow stream- 
tube between the inlet and the free stream when no aircraft components, 
other than those of the air-induction system, interfere with the stream- 
tube. The simplest example of additive drag is that of an open -nose inlet 
at reduced mass-flow ratio; the additive drag is the pressure integral along 
the diverging streamtube between tbe external normal shock wave and the 
stagnation point on the inlet lip. This drag component can be calculated 
by the formula derived by Sibulkin (ref. 173) which is plotted in figure 13 
for drag coefficient and mass-flow ratio based an capture area. Comparison 
with experimental measurements (see refs. 1 46 and 173) substantiates the 
reliability of these predictions. Since the table on page 53 shows that 
a rough value for the ratio of inlet- to-wing area is 0.01, the additive 
drag coefficient can, as an example, represent 0.0020 in airplane drag 
coefficient at a mass -flow ratio of 0.8 and a Mach number of 1.4. This 
force, particularly at lower mass-flow ratios and higher Mach numbers, 
therefore, can be an appreciable part of airplane drag, and, for efficient 
flight at supersonic speeds, the operating mass -flow ratio must be near 1. 

For a conical-shock inlet or one utilizing a wedge-type ramp, the 
pressures on a diverging streamtube ahead of the inlet (see sketches (l6b) 
and (l6d)) are, of course, affected by the shape of the precompression 
surface, and the problem of predicting additive drag is more complicated 
than for a simple open-nose inlet. Sibulkin (ref. 173) has studied the 
conical-shock inlet with supersonic inlet flow and presents the charts 
shown in figure l4 for the additive drag coefficient and mass -flow ratio 
based on capture area. The variation of cowl -position angle crj (see 
sketch (l8)) with mass -flow ratio is also shown. The charts show that. 



cone angle, and, contrary to the normal-shock nose inlet, the additive 
drag coefficient decreases with increasing Mach number. For conical- 
shock inlets in which the flow at the inlet is not supersonic (sketch (l8)), 
Sibulkin in the same reference has studied the effects of the center body 
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and of the assumed pressure recovery. The results show that the additive 
drag coefficient for these conditions at given values of cone angle , masa- 
flow ratio, and Mach number can be either greater or less than that of a 
normal-shock inlet, depending upon the. lopation of the lip relative to 
the conical shock wave. If the lip is close to the oblique shock wave 
at maximum mass flow (oj = <p) as shown in sketch (l 8 a), the additive drag 
coefficient is high because the deflected streamtube is subjected to the 
pressure behind a normal shock wave occurring at stream Mach number. How- 
ever, if the lip is far behind the conical shock wave (sketch (l 8 b)), for 
a reduced mass-flow ratio the pressure an the streamtube is not sis great 
as in the former case because of the weaker normal shock wave. In comparing 
predictions with experiment, Sibulkin has : found good agreement for this 
form of spillage. Wyatt (ref. 12) has compared the additive drag coef- 
ficients resulting from reduced flow of the three possible types as shown 
in sketch (19)* Thus, from the standpoint of drag, it is evident that air 



Sketch ( 19 ) 

should not be spilled from beind a normal shock wave, and, as Sib ulki n 
points out, for flight Mach numbers below the design value (a^=c p) , it is 
desirable to increase the center body projection (translating -cone -inlet, 
p. 50) to maintain supersonic flow at the inlet. For a two-dimensional 
inlet with a precompression ramp the additive drag can be calculated from 
momentum relationships as has been done feat* conical-shock inlets . 

Change in external wave drag .- When mass -flow ratio is reduced below 
the maximum value, the pressures on cowls change because the incl ination 
of the flow with respect to the lip leading edge changes. Because of the 
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greater Inclination of the local streamlines , the cowl pressures decrease, 
thereby creating an incremental suction force that is in the thrust direc- 
tion. As shown, for instance, by Fradenburgh and Wyatt (ref. 14) , at 
subsonic speeds this lip suction force counterbalances the additive drag 
if the flow remains irrotational . However, at supersonic speeds, the 
presence of shock waves causes rotational flow and this balance of forces 
cannot be accomplished. Several investigators have presented analyses of 
the change in cowl pressure forces with decreasing mass -flow ratio. 

Fraenkel (ref. IT 1 *-) has studied the prqblem as applied to normal-shock 
inlets using momentum methods, but experiment shows that the predictions 
•underestimate the cowl suction force at mass-flow ratios above about 0.6 
even though the cowls tested had sharp lips. (See refs. l46 and 167 *) 

The analysis of Graham (ref. 175 ), which includes an allowance for lip 
thickness, agrees with that of Fraenkel for mass -flow ratios greater than 
0.8. Griggs and Goldsmith (ref. 146) use the analysis of Moeckel (ref. 176 ) 
to predict some portion of the lip suction force, but since the whole cowl 
is not considered, this method also underestimates measured suction forces . 
Figure 15 presents a compilation of experimental data and a comparison 
with the prediction of Fraenkel. (Drag coefficient is based on inlet area, 
and the increment of mass-flow ratio A(m/m^) is 0-3 corresponding to a 
change in mass -flow ratio from 1.0 to 0.7- It is assumed that the varia- 
tion of drag coefficient is essentially linear over this range . ) The data 
of references 1 46 and 167 represent pressure-distribution measurements and, 
for the more slender cowl (A}*/A 2 = 2.0), the predicted decrease in avail- 
able cowl suction force with flight Mach number is fairly well substanti- 
ated. For the larger cowl angle (Am/A 2 = 4.1), however, much more total 
suction force is recovered; the pressure measurements show that the suc- 
tion pressures are less in magnitude than those on the thinner lip but 
they act on a greater frontal area. This increased suction force at low 
mass-flow ratios is at the expense of greater drag at a mass-flow ratio 
of 1. The remaining data represent the results of force- test measurements, 
and they show considerable scatter, as would be expected since the accuracy 
in determing this relatively small force component is not so good as with 
pressure measurements . These results tend to substantiate the conclusion 
that blunt lips can recover more suction force than sharp lips . 

Lip bluntness . - Much of the previous discussion on drag at supersonic 
speeds has been concerned with thin, sharp lips on which shock waves would 
he attached at maximum mass flow. However, since such lip shapes cause 
large total-pressure losses at the high mass-flow ratios encountered in 
low-speed flight, the penalty in drag at supersonic speeds resulting 
from bluntness must he known in order to resolve the necessary compromise . 

As pointed out by Graham (ref. 175 ) s it is to be expected that the maximum 
cowl suction force attainable is limited by lip bluntness; that is, for 
a given ratio; of inlet-to-maximum-eowl area, above seme degree of bluntness, 
high pressures on the large frontal area at the leading edge more than 
counterbalance the incremental suction force caused by expansion of the 
flow over the relatively small frontal area between the lip and the 
maximum cowl diameter. . 
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Fraenkel has studied the problem of lip bluntness when ls (m 2 /mo)M = l*0 
(ref. 167 ) by assuming that the drag of the profile is that of an isolated 
lip plus a sma ll , component due to the expansion behind the lip acting on 
the downstream profile. These assumptions tend to limit the analysis to 
relatively blunt lips . By evaluating a factor empirically, a design chart 
was obtained. Comparison of these results with other experiments produces 
no reliable correlation. The experiments of reference 23 show that with 
an inlet of Aa/Ajvj = 0.185 and a lip of (r/R) 2 = 1.17 there is no more net 
drag than with a sharp lip at mass-flow ratios above 0.8 at supersonic 
speeds. At the high-mass -flow ratios of low-speed flight, this lip causes 
about half as much loss in total -pres sure ratio as does a sharp lip 
(fig. 5) • The tests also show that the net drag changes little to angles 
of attack of 5°. 

From the discussion of lip shape in regard to pressure recovery and 
drag, it appears that a reasonable lip profile for supersonic aircraft 
(flight to a Mach number of 2.0) is elliptical on the internal surface 
with (r/R) 2 = 1.15 and a/b = 3 .6 (see fig. 5) to provide acceptable pres- 
sure recovery in low-speed flight. The profile is straight on the external 
surface with the angle between the surface and the approaching flow direc- 
tion about 3° for the least wave drag in supersonic flight. For inlet 
areas of 2 to 5 square feet, the thickness behind the leading edge of such 
a lip would be from 1 to 1-1/2 inches. 

get wave drag 19 .- The previous discussion of drag has been largely con- 
cerned with relatively idealized configurations . For air-induction systems 
which are complicated by the necessity of many design compromises , accurate 
predictions of net drag can be made only for quite restricted conditions . 


18 Be cause of the contraction between the lip leading edge and station 
2 ', it would be expected from one-dimensional considerations that {m z x /wo)^ 
would be greater than 1. The experimental evidence of Fraenkel for rela- 
tively blunt lips indicates that compression due to contraction is hardly 
realized and the max im um mass -flow ratio is very nearly 1. Mossman and 
Anderson (ref. 23 ) found that for less blunt lips nearly the full effect 
of the contraction is attained. This result is confirmed by recent work 
of Trimpi and Cohen (HACA RM L55C16). 

19 The experimental determination of net wave drag by means of direct 
force measurements and total -pres sure surveys is a difficult procedure 
because several very accurate measurements must be made to obtain reliable 
values . It is possible to determine this force in supersonic flow from 
schlieren or shadowgraph photographs by calculation of the entropy rise 
or momentum change through the external how shock wave. However, accurate 
evaluations by this method also require considerable care. Descriptions 
and studies of the method are presented in references 178 through 181 . 
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For instance, as shown in sketch (20), the rises in net drag with decreasing 
mass-flow ratio for the vertical-wedge inlet of reference 182 and the 
inlet with a flow deflector of reference 2 6 are considerably different. 



Mass-flow ratio, m e /m M 

Sketch (20) 


These inlets are similar in that both had a wedge-type precompression 
surface ; the flow-deflection angle for the vertical -wedge inlet was 8° 
and that of the flow-deflector inlet was 6.5°. However, the inlets were 
otherwise entirely different. At mass-flow ratios above 0.7* the drag rise 
of the two differ by a factor of about 2. The estimations of Sibulkin 
(ref. 173) and of Fraenkel (ref. 17^-) , which take no account of the pre- 
compression surfaces or of skin friction, apparently predict the drag of 
the flow-deflector inlet very well. However, account must be taken of 
the precompression surface to predict the drag of the vertical -wedge inlet. 
Obviously, the theories cannot be relied upon to predict the drag at low 
mass-flow ratios of such distorted inlet shapes. However, in normal 
operation, supersonic aircraft must avoid low mass-flow ratios because of 
the large additive drag force (or, at least, air should not be spilled 
from behind a no r mal shock wave). For mass-flow ratios of about 0.9 
and greater the incremental drag due to a reduced mass flow is not a large 
force, and the significance of the error in estimating it is correspondingly 
reduced. Therefore, the following simple formula of Fraenkel (ref. 17^) 
for the net wave drag of open-nose bodies at zero angle of attack is 
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possibly useful for estimating the drag of slender complicated configura- 
tions at high mass-flow ratios. 




(Pi - P 0 )(Ae " A 0 ) 


' ^exw 




and 



( 27 ) 


d^Dn^ _ Po /Pi .A 

d(m 2 /mo) ^ ^ P ° ' 


( 28 ) 


(Here p x is the .static pressure behind a normal shock wave.) Thus, 
according to this estimation, net wave drag is the sum of the external 
wave drag of the cowl with no spillage and the product of the relative 
static pressure behind a normal shock wave (p x - p Q ) and the annular fron- 
tal area of the diverging streamtube (A 2 - A 0 ) . The expression is a linear 
function of mass-flow ratio. Since there is little difference in the 
slopes of curves of additive and net wave drag coefficients with mass- 
flow ratio at mass-flow ratios above 0.8 according to Fraenkel, cowl 
suction force is of no consequence, in this range for slender cowls. How- 
ever, as indicated in figure 15 , a sizable portion of the additive drag 
can be counteracted with blunt cowls and, if the high drag of these cowls 
with no spillage is acceptable, cowl suction force should, in this case, 
be taken into account. 


FLOW STEADINESS 


In the operation of air -induct ion systems, unsteady flows limit 
propulsion- system performance for several reasons - duct rumble, that is, 
noise and vibration from the system which disturb the pilot, fluctuations 
which cause structural fatigue, or fluctuations which affect engine 
operation. In the following section, flow steadiness is discussed as a 
basic property of air-induction systems as was pressure. recovery, flow 
uniformity, and drag previously. In this discussion, however, some con- 
sideration is given to interference from other aircraft components because 
unsteadiness in the engine flow often arises on account of the boundary 
layer from other surfaces. 


Subsonic Flight 


Choked flow .- In low-speed flight with a fixed-area inlet designed 
for high-speed flight at altitude, the mass-flow ratio can be large 
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enough to choke the inlet. Aside from the low total -pres sure ratio and 
nonuniformity associated with this condition* it must "be avoided "because 
of flow unsteadiness. The results of Blackaby and Watson (ref. 72 ) show 
that at zero forward speed with a sharp-lip inlet, fluctuations as large 
as 8 percent of the ambient pressure Occur at frequencies up to about 
200 cycles per second at mass-flow ratios m 2 /m 2 * above about 0.6. Such 
unsteadiness was reduced both by increasing either the flight Mach number 
or the radius of the inlet lip. The results of MiliHo (ref. 73) in tests 
at zero forward speed indicate large nonuniformity in the diffused flow, 
differences in local total-pressure ratio of as much as 0.10, for inlets 
with rounded lips just prior to cho ki ng. Thus, both flow unsteadiness 
and nonuniformity are to be expected in operation near choked conditions. 

Duet rumble .- Several aircraft in flight at high subsonic speeds 
have encountered duct rumble . So far as is known, operation has been 
affected only by the noise and vibration which are sufficient to disturb 
the. pilot so that the conditions under which they occur are consciously 
avoided. The phenomenon has been reported only with air-induction systems 
having side inlets and is apparently the result of interference with the 
approaching boundary layer. The tests of Mathews (ref. 183 ) on an under- 
slung scoop for the cooling air of the engine of a propeller-driven air- 
plane indicate that duct rumble was due to f low separation ahead of the 
scoop. The separation was apparently caused by external compression 
resulting from a low inlet -velocity ratio. The rumble was eliminated by 
increasing the inlet-velocity ratio through a reduction of the inlet area 
and by relieving the flow through the boundary-layer gutter by increasing 
its depth. An air bypass which increased the inlet-velocity ratio was also 
a successful means of avoiding the rumble. Similarly, reference 184 
reports duct rumble at inlet- velocity ratios less than 0.4 at flight Mach 
numbers from O .65 to 0*92. Twin-duct instability is suggested as the 
cause of the rumble; upstream separation at the low inlet-velocity ratios 
was probably the cause of the unsteady nature of the instability. Other 
instances of duct rumble have been encountered, but descriptions of them 
have not been published. 

Since available evidence indicates that duct rumble is generally 
caused by boundary-layer interference, it can be avoided by removing the 
boundary layer from the inf luence of the compression field or by reducing 
the compression field through an increase in mass-flow ratio. (Methods 
of boundary-layer removal are discussed later under UN ‘i^KlfKRENCE . ) Duct 
rumble is to be expected when the static-pressure gradient in the external 
compression field is sufficient to separate a turbulent boundary layer. 

In two-dimensional subsonic flow a rough design criterion regarding tur- 
bulent separation is that it can occur in positive pressure gradients 
when the local velocity is less than two-thirds of the initial velocity. 
However, larger pressure rises have been observed with air- induction - 
cystem installations possibly because the flow was three-dimensional, or 
because the gradient was small. The boundary-layer surveys immediately 
ahead of the inlets described in references 185 and 186 show that without 
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boundary-layer removal an approaching boundary layer thickens rapidly 
and separates at inlet-velocity ratios less than about 0.6. With some 
boundary-layer removal this rapid thickening occurs at inlet-velocity 
ratios less than about 0.4. These figures can be used as rough indications 
of when duct rumble might be expected. 


Twin -duct Instability .- Martin and Holzhauser (ref. 187) have studied 
the stability problem of the flow through ducts from symmetrical twin 
intakes emptying at a juncture into a common chamber els shown in sketch (21) 

From the assumption that the static 
pressure just downstream of the junc- 
ture (which is here called station 3) 
is uniform across the common duct, it 
is demonstrated that for a variation 
of recovered static pressures as shown 
in the sketch the flow is unstable at 
inlet -velocity ratios of the system 
less than that for maximum static- 
pressure recovery. That is, if the 
two ducts initially operate at the 
joint inlet-velocity ratio correspond- 
ing to point s, a small, disturbance 
which causes an increase in inlet- 
velocity ratio in one duct causes the 
flow in that duct to increase to point 
a and that in the other duct to 
decrease to point b. From the con- 
tinuity relationship in incompressible 
flow, it is evident that 



, , v (V 2 /V 0 ) a + (V 2 /Vo>b 

(V 2 /V 0 ) s = 2 


(29) 


Thus, as a result of the continuity requirement and the assumption of uni- 
form static pressure at station 3# it is apparent from simple geometry 
that operation below the inlet -velocity ratio for maximum recovery is 
possible either at s or at a and b. However, if s is above the 
maximum, operation is possible only at the joint inlet-velocity ratio. 

For these events to occur it is necessary that the shape of the curve be 
similar to that of the sketch; that is, the negative slope at high inlet- 
velocity ratios must be greater in absolute magnitude than the positive 
slope at low inlet -velocity ratios. The assumption of uniform static 
pressure has been found from experiments to be realistic, and the shape 
of the curve has also been, found to be typical of those of twin-scoops 
into which boundary layer flows. If two nose inlets or scoops with com- 
plete boundary-layer removal were used, the slope of the curve would not 
reverse; it would decrease from an inlet -velocity ratio of zero. Uhs table 
flow could then not occur. From the sketch it can be seen that if the 
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joint inlet -velocity ratio is sufficiently small, the point h would he 
at an inlet -velocity ratio of zero. A disturbance in duet a that then 
reduced the static pressure at 3 would cause a reversal of the flow 
through duct a - a phenomenon that has been observed. 

Since the static-pressure-recovery curve does not have a sharp peak: 
in actual flow,' unsteadiness can he expected if the point s is in the 
region of zero slope because disturbances in either duct could cause one 
and then the other to operate at the high and then the low inlet-velocity- 
ratio conditions. The magnitudes of the disturbances and the slopes 
determine how close to the peak s would have to be for such unsteadiness 
to occur. If s were below some limit, the operation would be stable 
at a and b. 

Since all the conditions which lead to twin-duct instability and 
unsteadiness in subsonic flight can exist at supersonic speeds, these 
difficulties can also occur as demonstrated in reference 188, and systems 
should be designed to avoid them. A method of reducing twin-duct inter- 
action in an air-induction system for supersonic aircraft is reported in 
reference 130. The wall between two ducts upstream of the junction was 
perforated to equalize the static pressure and enable crossflow to pro- 
vide viscous damping. 


Supersonic Flight 


Causes of unsteadiness .- Unsteady flow in air-induction systems 
occurs more readily in supersonic than in subsonic flight essentially 
because larger positive pressure gradients are encountered which separate 
the flow. Unsteadiness occurs either at sub critical mass-flow ratios or 
at the very low total-pressure ratios of operation far in the supercritical 
regime. The design problem is to maintain steady flow through a range 
of mass -flow ratios sufficient to satisfy a l l engine operating conditions. 

Unsteadiness has been observed to occur in a variety of situations 
some of which are illustrated in sketch (22). The first two examples are 



Line of velocity discontinuity 
Separated flow 


Sketch (22) 
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those described by Ferri and Nucci in reference 50* Here, the velocity 
discontinuity downstream of the intersection ctf an oblique shock wave and 
the terminal normal shock wave enters the inlet as a result of the normal 
shock wave moving forward due to a reduction in mass-flow ratio. Since 
the total pressure and velocity are less in the streamtube on the outside 
of the line of discontinuity, subsonic compression tends to bring this air 
to rest sooner than it does the high-velocity streamtube next to the 
center body. When the local Mach number behind the oblique bow shock 
wave is near 1.0, as it should be to avoid significant shock-wave boundary- 
layer interaction, the velocity difference across the discontinuity is 
large, and the velocity of the outside streamtube approaches zero in the 
duct while that of the inside streamtube is still high. Unsteady flow 
results when the line of discontinuity just crosses the lip because a 
large percentage growth in streamtube area of the low velocity stream 
occurs while a uniform static pressure is maintained across the discon- 
tinuity. Even though the contraction of the high-velocity stream is small, 
it is sufficient to choke the major portion of the flow because of the 
high local velocity, and air must be spilled. Once this happens, the 
pressure recovery decreases, which tends to draw the flow back to its 
original position, choking again occurs, and the cycle repeats. This 
explanation is obviously oversimplified because the effects of viscosity 
are ignored; neither turbulent mixing across the line of discontinuity 
nor the presence of a boundary layer is considered. The experiments 
which were reported with this explanation show that an entry section which 
is sufficiently long to permit m ixing to reduce the velocity discontinuity 
provides an increased range of steady suberitical mass-flow ratios. When 
separation occurred on the central body as shown in sketch (22b) in these 
tests, it was found that unsteadiness occurred as the mass-flow ratio was 
reduced when the velocity discontinuity from behind the lambda shock 
approached the lip from the inside. When; separation was prevented by 
boundary-layer removal, unsteadiness resulted only from the prior explana- 
tion. It was concluded from this study that unsteadiness can be avoided 
by positioning the external compression surface so that the line of veloc- 
ity discontinuity cannot move across the lip for the range of flight con- 
ditions of interest so long as extensive separation on the compression 
surface is also avoided. 

The results of references 51 and 189 show the importance of separa- 
tion, as illustrated in sketch (22c), an a source of unsteadiness and 
indicate that factors other than lines of velocity discontinuity must be 
considered. It is shown in reference 51 that a conical-shock diffuser 
with a 25 ° semicone angle and a 6° equivalent conical subsonic diffuser 
has a very small range of steady suberitical flow even though the relation 
of the lip to the oblique bow shock wave is changed. The same inlet, 
however, with a length of duct-entry section of 3*5 hydraulic diameters 
always had a much wider steady range. Since there was separation on the 
cone surface throughout the subscritical mass-flow range in these tests, 
it is apparent that this and the duct shape can be dominant causes of 
unsteadiness. When the duct did not have an entry length of small pressure 
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gradient sufficient to permit the boundary layer to reattach and recover 
a profile that could withstand subsequent compression (H < 1.8), unstead- 
iness resulted. This conclusion is substantiated by the results of 
references 113 and 190 in which unsteadiness was eliminated by- forcing 
a separated boundary layer to reattach by suction. Also, the results of 
reference 128 show that relatively small irregularities in area distribu- 
tion in the entry section of a duct in which the pressure gradient is 
positive can have serious consequences in reducing the range of steady 
flow . 20 Additional data, on the flow unsteadiness in cane scoop-type air- 
induction system, are reported in reference 191 . 

Character of unsteadiness .- The wind-tunnel tests of reference 192 
for an air-i nd uction system without an engine showed flow unsteadiness 
after diffusion with a frequency of about 20 cycles per second and ampli- 
tudes as great as 30 percent of the local static pressure. The quantities 
are, of course, dependent upon the particular design and also upon engine 
operating conditions. Reference 193 > for instance, shows that for a 
ram- jet engine the effects of approaching flow unsteadiness are attenuated 
by an increase in the pressure drop across the flame holder and that an 
increase in engine total-temperature ratio can amplify the pressure fluc- 
tuations . With a turbojet engine controlling the flow through a conical- 
shock inlet, Kettles and Leissler, reference 31, found that the engine 
steadied the flow through the inlet. Both the range of steady operation 
and the intensity of fluctuations were less with the engine operating than 
with the flow controlled by a choked exit plug. Xn fact, in the latter 
case the fluctuations built up to a violent level in certain ranges of 
unsteadiness] whereas with the engine controlling the flow, the inlet 
could be operated through the same range of mass-flow ratios without dif- 
ficulty. Since, in general, flow unsteadiness frcm the air-induction 
system causes reduced performance with the degree of permissible unstead- 
iness dependent upon the refinement of the engine, the requirement in 
air-induetion-system design is to provide steady flow to engines over the 
needed range of flow conditions. Thus, the detailed nature of flow 
unsteadiness is of interest only insofar as it shows when serious unstead- 
iness is to be expected or what parameters are effective in alleviating 
adverse effects . 

Several investigations of unsteady internal flows have been reported. 
(See refs. 38 , 19^, 195, and 196 .), The theoretical and experimental study 
of Trimpi, which analyzes the problem by considering traveling plane waves, 
indicates that the frequency of the flow osc ill ation decreases as the duet 
length increases. The frequency is also affected: by mass-flow ratio, 
increasing somewhat with decreasing mass flow. Probably the most important 

20 In the tests reported, in reference 123 , the models used had small 
irregularities in area distribution near the duct entry, but the range 
of steady mass-flow ratios was large. The cause of this difference was 
that in this latter case the pressure gradient through the duct entry 
was slightly negative or zero. 
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conclusions sure those related to the origin of the unsteadiness . It was 
found that the relation between the time rates of change of entering masB 
flow, of houndary-layer growth at the ihlet station, and of the instan- 
taneous value of entropy averaged across the inlet was the critical factor 
causing unsteadiness. Further, it was shown that, although waves caused 
by changes in engine thrust can move the shock pattern to a position at 
which unsteadiness might arise, the disturbance which initiates unsteadi- 
ness originates near the entrance and need not be sufficient to choke the 
flow. The experiments of references 194 and 195 indicate that the magni- 
tude of unsteadiness- as caused by a line of velocity discontinuity cross- 
ing a lip (sketch (22a)) is less than that caused by separation of center- 
body boundary layer (sketch (22c)). Since numerous inlet configurations 
were investigated in references 194 and 195 > it is possible that this 
result could have seme generality. 

Prevention of unsteadiness .- The obvious method of avoiding flow 
unsteadiness is to operate a propulsive system only at mass-flow ratios 
near or slightly above the critical with an inlet designed so that a line 
of velocity discontinuity does not cross the lip and so that serious 
boundary-layer shock-wave interaction is avoided. The fact that this can 
be accomplished with a fixed-area inlet for a relatively wide range of 
Mach number variations has been demonstrated in reference 50. However, 
for operation through a wide range of Mach numbers, altitudes, and power 
settings, one of the variable systems described previously would be 
required to maintain nearly a constant mass -flow ratio. Since this remedy 
is accompanied by the addition of weight and complication, other methods 
of avoiding unsteadiness can be more desirable. From the discussion of 
the causes of flow unsteadiness, it is apparent that the difficulty can 
be delayed by reducing severe velocity discontinuities and adverse pres- 
sure gradients in the entering flow. However, if these must occur, the 
effects can be minimi zed by giving the flow an opportunity to re-establish 
a more uniform high-energy profile that can withstand additional compres- 
sion. As shown by references 51* HI, 190, and 197, this can be accom- 
plished by removing boundary-layer air or by providing sufficient distance 
for turbulent mixing to re -energize the. flow. The latter method has been 
investigated by providing a long entry section of very nearly constant 
cross-section area. The increase in the range of steady subcritical mass- 
flow ratios that can he accomplished by this method is shown in sketch ( 23 ) 
which is reproduced from the data of reference 51 * For the models tested, 
the flow was steady through the mass -flow range at a Mach number of 1-5* 
However, there was an appreciable loss in maximum pressure recovery at 
this Mach number as entry length was increased because of the high local 
Mach number at the inlet and the associated increase in friction losses. 

The previous discussion of steadiness has been concerned only with 
conditions at zero angle of attack. It is, of course, necessary to main- 
tain steady flow for satisfactory engine operation during maneuvers. In 
the tests of conical-shock inlets of reference 50 , the steady range of 
mass -flow ratios was small at zero angle of attack, and it was slightly 
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Sketch (23) 

greater at angles of attack up to 9° • A similar result was found in the 
tests of reference 51 for coni cal- shock inlets which had small steady- 
ranges at zero angle. However, when a long entry passage was added to 
provide a wide range of steady operation at zero angle of attack, there 
was an abrupt reduction in the steady range at angles of attack from 3° 
to 5°. At higher angles there was little difference between the inlets 
with the long and short entry sections. A tilting cone on a conical- 
shock inlet to provide improved steadiness at large angles of attack is 
reported in reference 129 . At an angle of attack of 10°, with the cone 
at 0° angle of attack, steady flow was maintained to a mass -flow ratio of 
0.4; with the cone and cowl at 10° angle of attack, the mirtlTnum steady 
mass -flow ratio was 0 . 9 * In reference 198 tests of conical-shock inlets 
with booms protruding from the center bodies are described. An increase 
in angle of attack to 10° reduced the range of steady mass-flow ratios 
by 25 percent. Interaction between shock waves and the boundary layer 
on the booms was the cause of this large decrease. 

Other investigations have demonstrated methods of improving flow 
steadiness to some extent. References 197 and 1 99 show small increases 
in the steady mass -flow ratio range ( 0.06 in ref. 197 ) as a result of the 
internal contraction with a blunt lip. References 197 and 200 show that 
removal of the boundary layer frcm the center body of a conical- shock 
inlet reduces unsteadiness, with the greater effectiveness occurring when 
removal is upstream of the terminal normal shock wave. In fact, at an 
angle of attack of 0° an improvement of 0 . 1 6 in the range of steady mass- 
flow ratio was attained (ref. 197 ) > tut it decreased with increasing angle 
of attack. Although these and most of the previous references are con- 
cerned with conical-shock inlets, the principles of design for providing 
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steady flov are the same for other types. (See, e.g., refs. 188, 190, 
191 , 199 through 202.) 


INTERFERENCE 


The purpose of this section is to discuss the aerodynamic factors 
other than those of the induction system itself which affect design; it 
is entitled " iNTEftFiiatiMCE" because the changes in the forces due to com- 
bining an air-induction system and other aircraft components are considered. 
The section is divided into two principal parts: 

1. The interference of aircraft flov fields with those of Induc- 
tion systems « the induced effects of body shape, angle of attach, 
and the viscous effects of forebody boundary layer. 

2. The interference of air-induction-system flow fields with 
other aircraft components - the effects of induction systems on 
aircraft drag, lift, and pitching, moment. 

The type of factors involved are illustrated In sketch (24). Here, the 



Sketch (24) 

the performance of an under-wing nacelle is affected by 


1. Bow shock wave of the fuselage 

2. Velocity increment at inlet due to fuselage pressure field 

3. Shock wave from wing leading edge 
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4. Velocity increment at inlet due to wing pressure field 

5. Uniformity of the flow velocity at the inlet 

The performance of the other aircraft components is affected by 

1. Interference of pressure field of engine streamtube with the 
wing and fuselage boundary layers and pressure fields 

2. Interference of pressure field of engine fairing with the wing 
and fuselage boundary layers and pressure fields 

Obviously, the problems of interference axe complicated, and quantitative 
evaluation req uir es experimental studies of specific configurations. 

However, an induction system that must be placed in the flow field of 
another object can either benefit or suffer from the resulting interference, 
and careful consideration must be given to the conditions of shape and 
position in order to produce favorable effects. (See, e.g., ref. 203 • ) 


AIECRAPT-HJDUCTIOE' SYSTEM 
Effects of Inlet Location 


Subsonic flight .- From the 
standpoint of pressure recovery at 
the inlet, the best longitudinal 
position of an inlet is in the stag- 
nation region near the nose of a body 
because the local Mach number is low 
and any external compression, result- 
ing from a mass -flow ratio less than 
1 is essentially isentropie. As an 
inlet is moved aft along the body, 
the amount of boundary layer flowing 
through it increases with a resulting 
reduction in total-pressure ratio. 
This direct effect of low-energy 
boundary-layer air is normally not 
large in subsonic flight, but second- 
ary effects, flow nonuniformity and 
unsteadiness, can be very Important 
at mass -flow ratios of the order of 
O. 5 . The effects on total -pres sure 
ratio of moving an NA.CA submerged 
inlet operating at a mass -flow ratio 
of 0.8 aft along the fuselage of a 
wing-fuselage combination is shown in 
sketch ( 25 ) together with the local 



Fuselage station, inches 
(b) 

Sketch (25) 





78 


NACA EM A55F16 


Mach number distribution along the fuselage. These results were taken 
from the data of references 20t and 205 * At flight Mach numbers less 
than 0.3, there is essentially no effect bf moving the inlet aft. The 
greater boundary-layer thickness at the rearward stations becomes impor- 
tant at a Mach number of about 0-5* and at Mach numbers above about 0.7> 
it becomes of great importance at the most rearward station. Here, the 
total-pressure ratio decreases rapidly at high subsonic Mach numbers 
because of both the high local Mach number illustrated in sketch ( 25 b) 
and the thick boundary layer. The most rearward location is in the pres- 
sure field of the wing, and at a flight Mach number of 0.9> the local Mach 
number at the inlet is supersonic (M =1.22). Thus, pressure fields with 
large induced velocities should be avoided. 

A method for estimating the velocities in two-dimensional combined 
subsonic velocity fields is discussed in reference 206. Superposition is 
assumed to be valid and the resulting relationship is 


Viocal , . /AViocal^ . /^locaIL\ , 

= 1 + rvo~ A + r~^~A 


( 30 ) 


where AVp oca p denotes the induced velocity increment in incompressible 
flow. This method of predicting maximum induced velocity has been com- 
pared with experiment for a wing -nacelle combination in reference 207 • 
Here, the method predicted maximum velocity ratios about 3 percent less 
than those measured. To predict the effects of compressibility, the 
Frandtl-Glauert rule can be used for two-dimensional flow. 


/ Y local \ _ 1 / Vlocal N 

\ V 0 /compressible >] 1 - Mo 2 ^ /incompressible 


(3D 


and in the three-dimensional case, the methods of Harriot (ref. 208) 
should be used. In terms of pressure coefficient in three-dimensional 
flow. 


^compressible 
^incampres sible 


= 1 + 


ln(l - M 2 ) 




+ O .6138 


where t/l is one- half the body fineness ratio. Herriot points out that 
in junctures, such as those between a wing and nacelle, the flow is more 
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nearly "two-dimensional than three-dimensional, and thus the Prandtl- 
Qlauert rule is a better approximation for this case. 

Supersonic flight . - Sketch (26) shows a comparison of flow properties 
over a typical body at a subsonic and a supersonic Mach number. If in 
the subsonic case the boundary layer Is neglected, the total-pressure 



Sketch (26) 

ratio of any streamtube about the body is 1, and the mass flow per unit 
area and the local dynamic pressure change little downstream from a short 
distance behind the nose. Thus, from these standpoints, longitudinal 
position of an inlet makes little difference. In the supersonic case, 
however, there is an initial loss in total-pressure ratio due to tBe bow 
shock wave, in this case 1 percent, and there are subsequent changes in 
local flow properties which have important consequences in regard to air- 
induction-syB terns performance. As an example , consider the flow conditions 
at x/z = 0.05 and at x/z = 0.9 where the local Mach n umb ers are 1 . 38 
and 1.75, respectively. If no significant radial change In Mach number 
through an engine streamtube is assumed, a normal shock wave occurring at 
the forward location would create a 4-percent loss in total-pressure ratio 
and the loss through the optimum oblique-normal-shock-wave combination 
would be 1 percent (see fig. 6). However, at the rearward station, the 
normal-shock loss would be 17 percent and the two-shock loss would be 
5 percent. If there were no body, that is, if the supersonic ccrapressioa 
occurred at the free-stream Mach number, the normal- shock loss would be 
14 percent and the two-shock loss, 4 percent. Similarly, from the stand- 
point of flow rate per unit area, or inlet size, location in a compression 
field is advantageous . From the standpoint of drag per unit area, a 
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compression field is detrimental because of the high dynamic pressure. 
However, for the conditions illustrated in sketch (22), the greater flow 
rate is the dominant factor, and the forward position of the inlet can 
be shown to have 7 -per cent -less external wave drag than the rearward 
position due to its smaller size. Thus, location can have important 
effects on net propulsive force, and it can be beneficial to place an 
inlet in the compression field of other aircraft components. 

In regard to the effects of the radial velocity field into which an 
inlet is placed, Hasel in reference 209 has investigated the problem 
experimentally at a Mach number of 2.0. Half-conical-shock inlets were 
tested on a flat plate and on bodies of revolution having forebody fine- 
ness ratios of 4.0, 6 . 5 * and 7*5; the total-pressure ratio of an inlet on 
the bodies was always less than that of the .inlet on a flat plate. When 
all of the forebody boundary layer was removed, the maximum total-pressure 
ratio attained with an inlet on a body of fineness ratio 4 was 0.08 less 
than that with the inlet on a flat plate; this difference wan 0.04 with 
the fineness ratio 7-5 forebody. About half of these differences could 
be attributed to the bow-shock waves and the local Mach numbers at the 
inlet stations; the remainder was thought to be due to the differences 
in the radial velocity field. Thus, appreciable losses are to be expected 
from this cause with forebodies of low fineness ratio. 


Since the local Mach number at an inlet determines the magnitude of 
the pressure losses through the shock waves used for supersonic compres- 
sion, the forebody shape should be selected to minimize this Mach number 
without, of course, creating any additional drag. Considerations which 
are important are Indicated in sketch ( 27 ). (See refs. 172 and 210.) 



x/\ x/l 


(a) 


(D) 


Sketch (27) 
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For forehodies of low fineness ratio, a considerable reduction in local 
Mach number can be achieved by using conical, or minimum -drag shapes 
rather than an ogive if the inlet must be located upstream of x/l = 1.0. 
For forebodies of high fineness ratio, the differences are smaller. The 
data of reference 172 show that for a fineness ratio of 3-0, the Karman 
and hypersonic optimum (Newtonian) shapes have at least 20-percent less 
forebody drag than the cone and ogive at zero angle of attack at supersonic 
Mach numbers up to 2.0. However, these minimum-drag nose shapes have 
blunt tips, and, depending upon the size of the engine streamtube, the 
loss in total pressure through the locally intense bow shock wave counter- 
acts the drag difference. Reference 211, for instance, reports that a 
relatively sma l l amount of tip bluntness that had a negligible effect on 
minimum drag caused 1-percent losses in total-pressure ratio and maximum 
mass-flow ratio as compared to a pointed tip. Thus, any specific design 
requires study and evaluation of these factors . Because an air inlet at 
positions other than the nose intercepts but a small part of the air com- 
pressed by the body, the major consideration in choice of body shape is 
drag. The design problem is to find the optimum inlet location on a low- 
drag body. 

Tests of very blunt noses, in which the nose-radius to body-radius 
ratio was near 1.0, are reported in references PIT and 212. It was found 
that a 4- percent loss in total-pressure ratio was suffered at a flight 
Mach number of 1.4 and a 6-percent loss at a Mach number of 1.7 due to 
nose bluntness and to the large radial velocity gradients. The minimum- 
drag coefficients, as compared to those of bodies with more slender shapes, 
were more than doubled. Because of the reduced total pressure and the 
overexpansion of the flow behind the juncture of the hemisphere and the 
subsequent body, there were also considerable losses in maximum mass-flow 
ratio in both investigations . 

In the general case, forebodies are not axially symmetric as has been 
assumed in this discussion. The theoretical study of reference 213 indi- 
cates that small reductions in drag can be produced by axial asymmetry, 
and a similar conclusion has been reached as a result of the tests reported 
in reference 2l4. It is possible that circumferential pressure gradients 
and reduced local. Mach numbers can be produced by asymmetric bodies that 
are beneficial to air-induction-system performance. To date, no studies 
of this kind have been made. 


Induced Effects of Angle of Attack 


Bodies . - In selecting the circumferential position of an Inl et on a 
body, the induced effects of angle of attack are of primary concern. Thp 
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flow phenomena that must be considered are illustrated in sketch ( 28 ). 




e i 1 1 
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Mach number distribution to 2.0 
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Sketch (28) 

It is seen that along the top and bottom of a body in potential flow, the 
flow direction is nearly parallel to the body center line (i.e., at the 
angle of attack a, with respect to the flight direction) j whereas along 
the body sides the flow inclination is greater, being 2a on a right cir- 
cular cylinder. Similarly, the local Mach number is greatest on the body 
sides and is least in the forward bottom location. On the leeward side 
of the body, the flow is affected by viscosity so that the boundary layer 
accumulates in lobes and, at sufficiently high angles of attack, this low- 
energy air leaves the surface of the body as a vortex wake. These general 
characteristics of the flow occur at subsonic as well as supersonic speeds. 

Several investigations of air-induction systems in the flow fields 
of inclined bodies have been made. (See refs. 199* 209* 2l8, 219* aud 220.) 
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Typical results are shown in sketch ( 29 ) in which the maximum total- 
pressure ratios attained are plotted as functions of angle of attack. 




Angle of attack, a, deg 


1 


- 




fees 




— i 

> 

\ 





3 

SC 






r 


5 







— 

Scoop locations ? 

0 180* 

Q C f 
O 90! £70* 

O I35J 225* 

0 45* 315* 





i 




h = .750 inch 



0 4 8 12 


Sketch (29) 

Half -coni cal shock inlets were mounted on a slender, low-drag "body at about 
the maximum-diameter station, and the height of the boundary-layer diverter 
h was varied. The 0.375~3n.ch diverter height h was about equal to the 
undisturbed boundary-layer thickness at the inlet station at zero angle 
of attack. These results confirm the desirability of the bottom .location 
in regard to pressure recovery. This would be expected from the reduced 
viscous effects and flow angularity relative to this inlet which was 
alined with the body axis. The angle-of -attack performance of inl ets in 
the side location can be improved by use of the flow-deflector principle 
(see ref. 26 ) or by alining the inlet axis with the mean flow directions. 
(See ref. 221.) 


Kremzier and Campbell in reference 220 compare the net propulsive 
force of a body-propuls ion -unit combination with the inlet on the top or 
bottom of the body. Because of a lower drag of the inlet in the top 
position, the net propulsive force was slightly greater at a given angle 
of attack. However, at the same lift coefficient, the bottom location 
was superior because of a negative shift in the angle for zero lift and 
an increase in lift -curve slope for this position. In reference 222 tests 
are described of the top inlet of reference 220 with two large triangular 
fences extending ahead of the inlet to shield it from the leeward boundary 
layer. The net propulsive force of this arrangement at moderate angles 
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of attack was greater than that of the bottom Inlet. A final evaluation 
would, of course, require study of the effects of such large vertical 
surfaces on aircraft directional stability and other related factors. 

Since the upwash about a body decreases as the square of the distance 
from the body center line (refs. 215 and 223 ), the adverse effect of angle 
of attack on pressure recovery of side inlets can be alleviated by moving 
the air-intake outboard. Thus, a comparison of the data of references 
218 and 224 shows that if a nacelle with! a conical-shock inlet were used 
rather than a half-conical shock scoop on the body sides, the same maxi- 
mum total -pressure ratio could be maintained by the nacelle at twice the 
angle of attack of the scoop-body combination when the nacelle was over 
about 1-1/2 nacelle diameters from the body center line. 

Wings .- When the Mach number normal to the leading edge of wings is 
subsonic, the circulation accompanying lift creates an upwash field ahead 
of wings which increases the effective angle of attack of inlets in or 
near the leading edge. At low mass -flow. ratios this upwash is aggravated 
by the diverging engine streamtube. Fortunately, turbojet-powered super- 
sonic aircraft, which are quite subject to lip stall because of thin lips, 
seldom encounter the condition of high lift coefficient and low mass -flow 
ratio. High-speed maneuvers are made with full power and normal landings 
are made with some power at mass -flow ratios greater than 1. For Subsonic 
aircraft designed with a relatively large inlet area, internal lip stall 
in landing would be more likely if it were not for the thicker lips that 
can be used. 

An investigation of leading-edge inlets in a straight wing at subsonic 
speeds is reported in reference 225 in which it is shown that the induced 
upwash from the wing causes an abrupt decrease in total -pres sure ratio for 
an inlet not designed to account for the additional flow inclination. For 
example, an inlet with relatively thick lips maintained a total -pres sure 
ratio of 0.99 to an angle of attack of 6°, at which single the pressure 
recovery rapidly decresised to 0.92 at an angle of 8.5° - This decrease in 
total -pressure ratio was caused by internal -flow separation from the 
lower lip. It was found that the separation could be delayed by csinting 
the duct axis just behind the lips downward sind also staggering the inlet 
plane. Tests of a similar leading-edge inlet at subsonic speeds in a 
swept wing are reported in reference 226, Here, it was found that a 
serious spanwise flow occurs in the inlet at low mass -flow ratios when 
the wing carries lift. At mass-flow ratios greater than 0.4 and angles 
of attack less than about 4°, the performance of the inlet in the swept 
wing was nearly equal to that in the unswept wing. At greater angles, 
however, the pressure recovery decreased rapidly due to separation of the 
internal flow. It is probable that this separation could have been delayed 
somewhat by canting the lower inlet lip downward as was done with the 
inlet in the unswept wing. At angles of attack greater than 6° to 8° and 
at mass-flow ratios less than 0.8, separation occurred downstream of the 



NACA EM A55F16 


85 


outboard edge of the inl et on the external surface of this swept wing 
and resulted in an increase in drag and a loss in lift. 

Inlets located in the wing leading edge for supersonic aircraft have 
received little attention because of the transitions and bends needed to 
duct air through a thin wing to a turbojet engine. Investigations of wing 
leading-edge inlets for application to split-wing ramjets at Mach numbers 
above 2.0 are reported in references 127, 128, 227, 228, and 229. Prob- 
ably the most important factor in the interference of the aircraft on 
this type of inlet at supersonic speeds is that for unswept leading edges 
there Is no upwash induced ahead of the inlet by the wing. Body upwash, 
however, can be present at supersonic as well as subsonic speeds. 

From tests of wing-root inlets. In which both the induced effects of 
wing and body increase the local flow angles, it has been found that a 
high level of pressure recovery can be maintained to angles of attach of 
at least 8° at subsonic speeds by employing relatively thick lips with 
stagger and negative incidence. (See refs. 186, 230, and 84.) The inves- 
tigation of wing-root inlets of reference 84 included pressure-recovery 
measurements at Mach numbers up to 1.3 • A total-pressure ratio of O .89 
was attained at a Mach number of 1.25, and this pressure ratio was main- 
tained from -2° to 8° angle of attack. 

The results of reference 231 show that good angle -of -attack performance 
can be attained by placing the Inlet of an underwing scoop downstream of 
a wing leading edge so that the local flow direction is along the induction- 
system axis. A compilation of all these results from tests at subsonic 
speeds Is shown in sketch (30) as the 
change in total-pressure ratio as the 
angle of attack increases from zero . 

The mass-flow ratios of the data are 
those for maximum pressure recovery. 

In this sketch, the wing-root inlet 
of reference 84 shows improvement In 
pressure recovery with increasing 
angle of attack because at zero angle 
the recovery is relatively low ( 0 . 96 ). 

Angle of attack increases the pres- 
sure recovery because the inlets are 
canted and because part of the 
approaching boundary layer is swept 
past them by body crossflow, m 
terms of absolute total-pressure 

ratio at angle of attack, the wing root inlets are Inf erior to isolated 
inlets or those with upstream flow-deflecting surfaces. Although most 
of these tests were performed at Mach numbers less than 0.7, the low-speed 
results have been transformed to conditions at a Mach number of 0.7 to 
obtain a consistent correlation. As mentioned previously, this trans- 
formation can be reliably accomplished if it is assumed that the measured 



□ketch (30) 
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ram-recovery ratio is independent of subsonic flight Mach number and this 
measurement is converted to total -pressure ratio by equation ( 13 ). 


Effects of Eorebody Boundary Layer 
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As previous discussion has often indicated, forebody boundary layer 
flowing into an air-induction system can reduce engine performance because 
of losses in total pressure, unsteadiness’, and nonuniformity. A compari- 
son of the maximum total-pressure ratios as a function of flight Mach 
number attained with a variety of arrangements in which entering boundary 
layer was not itmoved is shown in sketch (31) • The boundary- layer effects 

are particularly large with annular 
intakes which encircle bodies where 
the local Mach number is high. Such 
inlets receive all the boundary layer 
from the flow over the forebody (the 
ratio of retarded to free air is 
large), and this layer is either 
thickened or separated by compression 
from the high local Mach. number. The 
results of the tests of reference 232 
show that total-pressure ratios of 
annular inlets mounted on an ogival 
body are about 0.3 less than those of 
a normal shock wave occurring at flight 
Mach numbers from 1.4 to 2.0. Similarly, the results at transonic speeds 
of the nearly annular intake of references 237 and 233 indicate a rela- 
tively low total -pressure ratio when compared to nose or scoop inlets . 

A conical-shock inlet with a small cone angle suffers from these same 
difficulties , and, as shown in reference 111, boundary-layer removal is 
necessary to provide steady operation. However, by using a scoop which 
encompasses only a small portion of the forebody and thus receives a small 
proportion of boundary-layer air, high total-pressure ratios can be more 
readily attained. Thus, the results of references 234, 235 , and 236 show 
that scoops mounted just under the body nose where the boundary layer is 
thin and the local Mach number is low attain high pressure recovery. 

However, with scoops located downstream of the body nose where the approach- 
ing boundary layer is thick and the local Mach number is nearly equal to 
or greater than that of flight, large total -pressure losses occur unless, 
the boundary layer is removed. 


\2 

M. 


Sketch (31) 


Seddon, in reference 28, has correlated wind tunnel and flight data 
to show the decrease in pressure recovery resulting from taking forebody 
boundary layer into air-induction systems. Seddon (see also ref. 2) cor- 
relates data by means of the relationship 
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where 


p t 3 “ p to r 


= Cf jjE + j(v 0 /y 2 ) 3 


J = k£(l - TJb) 


Cf I represents the Internal skin-friction losses in terms of Apt /12 and 
J accounts for pre-entry effects . Thus , k is an empirical constant 
which includes the effects of inlet-velocity ratio V 0 /V 2 , and t, is a 
correction to the skin-friction coefficient due to the previous history 
of the boundary layer before it reaches the inlet (£ = ^f f or ebody/ duct ) j 

Tft, is an efficiency factor to account for the amount of boundary-layer 
removal; and S/A 2 is the ratio of forebody surface wetted by the flow 
to the inlet divided by the inlet area. At reduced inlet -velocity ratios 
and high speeds without complete boundary-layer removal, the boundary- 
layer thickness ahead of the entry increases rapidly and, as a result, k, 
£, and Tfo become functions of Vo/V 2 and Mach number which must be 
evaluated experimentally if accurate results are to be obtained. 


Boundary-Layer Removal 


The design problem with a boundary-layer removal system is to avoid 
incurring any appreciable drag penalty while removing sufficient retarded 
air to minimize pressure losses, unsteadiness, and nonuniformity .in the 
engine streamtube. The boundary layer can be removed by providing suction 
across a slot or a porous surface or by raising the inlet from the fore- 
body surface so that the boundary layer flows beneath the inlet and is 
diverted around the external surfaces of the duct fairing. 21 In doing 
this, it is necessary to minimize any additional total-pressure losses 
and interference with other parts of the flow field. The following dis- 
cussion on removal systems is divided according to the method by which 
forebody boundary layer is prevented from entering the air-inducticn 
system - by suction or by diversion. These methods are similar in same 
respects, but a suction method is one in which a pressure difference is 
provided across some length of closed duct to draw off the boundary layer, 
and a diversion method is one in which the flow is unrestrained in a lateral 
direction. Under certain conditions, the effects of boundary layer can 
be minimized by providing large-scale mixing with the engine flow, as is 
the case with the MCA submerged inlet. This method is also discussed. 

21 Some tests have been made of diffusers in which energy is added to 
the boundary layer by blowing air from a high-pressure source along the 
forebody wall; the results are reported in references 113, lit., and 238. 
However, extensive development of this method as applied to air-induction 
systems has not yet been performed. 
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Suction .- An evaluation of a suction-removal system on the basis of 
aircraft range has been reported by Fradenburgh and Kremzier in refer- 
ence 19* Tests were made with half -conical shock Inl ets with semicone 
angles of 25 ° and 30 ° .with various heights of boundary- layer removal slot 
at Mach numbers of 1.5, 1.8, and 2.0. Because of the large drag force 
contributed by this specific boundary- layer removal system as noted in 
both references 19 and 239 , boundary- layer removal produced essenti all y 
no increase in maximum range in spite of the substantial improvement in 
pressure recovery. Thus, careful consideration must be given to the detail 
design of removal systems to prevent energy losses and to achieve the 
potential improvement in performance. 

The data of reference 185 show that in subsonic flight, operation 
of an air-induction system at inlet -velocity ratios less than 0.6 causes 
rapid thickening of the forebody boundary layer flowing into an inlet . 

The tests of a boundary-layer removal system that were included in this 
investigation show that the inlet-velocity ratio of the removal system 
must be greater than about 0.5 to maintain a net drag force less than that 
for the configuration without boundary-layer removal. The boundary- layer 
scoop in this study was in the plane of the main inlet and was produced by 
indenting the forebody. It was found that an indentation approach angle 
of 7° caused unsteady flow. An approach jangle of 3° resulted in satis- 
factory operation; however, as discussed later in regard to submerged 
Inlets, such approach angles would cause unacceptable losses in pressure 
recovery at supersonic flight speeds. 

In the tests reported in reference 2h0, a removal slot of depth equal 
to about twice the local boundary-layer thickness was located ahead of a 
semicircular main inlet a distance of about 85 percent of the inlet radius. 
Tests were made at low speed at inlet -velocity ratios greater than 0.6; 
hence, the effects of removal on total-pressure ratio were not large. In 
these tests it was found that the boundary layer on the surface between 
the boundary-layer scoop and the main inlot grows rapidly at low inlet- 
velocity ratios. Thus, this length should be minimized. 

A study of boundary-layer removal at a Mach number of 1.88 for a 
half -conical-shock inlet mounted on a flat plate is reported in refer- 
ence 202. Here, it was shown that the maximum total-pressure ratio 
attainable in the main duct decreased appreciably as the amount of boundary 
layer removed was decreased. As the parameter h/& was reduced from 1.0 
to 0 (h Is the boundary-layer-scoop height and 6 is the local undis- 
turbed boundary-layer thickness) the maximum total-pressure ratio decreased 
from 0.86 to 0.72. In this case, the mass-flow ratio of the removal scoop 
was the maximum possible; at any value of h/5 below 1.0, reductions in 
scoop mass-flow ratio caused additional total-pressure losses. Also, with 
this air- induction system the flow became unsteady when the engine mass- 
flow ratio was reduced below that for maxim um total -pres sure ratio. 
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Tests at Mach numbers from 1.3 to 1.8 of a suction-removal system 
for a normal-shock inlet are described by Frazer and Anderson in refer- 
ence 190 . It was found that boundary-layer removal produced an improve- 
ment in total -pres sure ratio of from 0.0 6 to 0.08 through the Mach number 
range of the tests . The fact that this improvement was considerably less 
than that attained with the half -conical shock inlet of reference 202 is 
probably due to the difference in the methods of external compression and 
of duct design. The air-induction system of reference 202 was more refined 
in regard to supersonic compression but less refined in the duct. Thus, 
with nearly complete boundary- layer removal, higher total-pressure ratios 
were possible but with no boundary-layer removal greater duct losses would 
be expected. Frazer and Anderson show that pressure recovery could be 
fairly well predicted by integrating the local pressure recovery of a normal 
shock wave occurring at the local Mach number of each element of the flow 
approaching the inlet and adding an allowance for the skin-friction loss 
in the duct. This method of prediction is also recommended in refer- 
ence 241. The tests showed that, if h/S =1.0 and no additional method 
of houndary-layer removal is used, the leading edge of the suction scoop 
must be upstream of the main inlet and the normal shock wave must occur on 
the intervening surface - not ahead of the houndary-layer scoop - if flow 
unsteadiness is to be avoided. For mass -flow ratios greater than 0.9 at 
Mach numbers from 1-3 to 1.8, it was found in this test that the suction 
scoop must be at least a distance of 0.4 of the inlet radius upstream 
of the main inlet. (The cross section of the main inlet was a semicircle.) 
The mass-flow ratio of the suction scoop was maintained at the maximum value 
in this investigation, and by measuring the total pressure in both the main 
and the boundary-layer ducts the net propulsive force possible with the 
system was evaluated. It was found that the maximum net propulsive force 
occurred when the suction-scoop height was 0.7 of the undisturbed boundary- 
layer thickness and that the system could produce net propulsive forces 
from 96 to 100 percent of those produced by a normal. -shock inlet not in 
the presence of forebody boundary layer. 


In suction-removal systems, the performance penalty for removing the 
boundary layer appears as the pressure loss in the removal duct. This, 
together with the mass flow in the scoop, allows calculation of an effec- 
tive drag of the boundary-layer removal system. A summary of available 
data for the pressure recovery of suction- 

removal ducts shows a large decrease with lo | I I I 


flight Mach number as indicated in 
sketch ( 32 ). (See also ref. 242.) 

Diversion . - To minimize the 
drag of a boundary-layer diversion 
system, the depth of the boundary- 
layer passage should be no greater 
than that required to maintain satis- 
factory engine flow, and the speed 
and direction of the diverted flow 
should change as little as possible. 



Sketch ( 32 ) 
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Thus, the main inlet and duct should he designed to he insensitive to at 
least small amounts of retarded air from a f orehody; wetted area and 
deflection angles in the diverter must he sm all ; and the passage height 
must diverge hoth longitudinally and laterally to minimize flow resistance. 


The boundary- layer suction scoop of reference 202, which was tested 
with a half -conical shock inlet on a flat plate, was converted to a 
diverter system hy removing the scoop side walls to a point about one 
inlet radius aft of the cowl lip and taking no flow through the houndary- 
layer duct. It was found that maximum total-pressure ratios from 0.02 
to 0.03 less than those of the suction system could he attained hy sweeping 
hack the leading edge of the plate forming the upper surface of the 
diverter, that is, the boundary plate, as shown in sketch (33)- This 

plate was swept hack along a line 
joining the apex of the cone with the 
main inlet lip rather than the leading 
edge of the plate being normal to the 
stream direction at the cone apex. 

It was concluded from these tests that 
sensitivity to removal- system mass- 
flow ratio can he reduced hy sweeping 
the leading edges of the boundary 
plate so that the intensity of the 
Boundary plate disturbance created hy the shock wave 
from the edges and the extent of the 
upstream influence through the boundary 
Sketch (33) layer are reduced. Swept edges also 

create a lateral pressure gradient 
which tends to divert the boundary layer. It was found that extending 
the boundary- layer passage downstream beyond the plane of the main inlet 
reduced the angle through which the boundary layer was diverted and pre- 
vented the boundary layer from being drawn into the engine streamtube. 

(See also ref. 243.) Tests of other inlets which utilize these design 
principles are described in references 182, 244, 245, and 246. 



The results of tests of a wedge diverter of about 60° included angle 
beneath a half-conical shock inlet mounted on a flat plate are presented 
in reference 243. As would be expected from the results of Goelzer and 
Cortright (ref. 202), this large a wedge angle turned the boundary layer 
so abruptly that it spilled over the swept leading edges of the boundary 
plate and flowed into the main inlet. In order to attain the total- 
pressure ratios possible with a suction scoop, it was necessary to have 
a diverter passage height 1.4 times the local undisturbed boundary 
thickness; thus, a high drag would be expected. In reference 247, a 
series of wedges were tested in an arrangement simulating a diverter pas- 
sage . It was found that the included wedge angle must be lesB than 28° 
if the pressure drag is to be small and that the apex of the wedge must 
be about one passage height downstream of the apex of the leading edges 
of a swept boundary plate in order to eliminate the upstream influence of 
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the wedge on the engine flow. The photographs of the boundary-layer 
flow of Piercy and Johnson (ref. 247 ) ; which were obtained by use of a 
liquid-film technique, emphasize the importance of minimizing the dis- 
turbances imposed upon the boundary layer in the region of an air-induction- 
system inlet. The necessity of a small wedge angle, a swept and thin 
boundary plate, and a wedge apex downstream of the splitter -plate apex 
are all graphically illustrated. 

The drag forces on wedge diverters in various types of installations 
have been measured and are reported in references 218 and 248. With a 
16 ° included- angle diverter, the pressure drag was negligible, but the 
viscous component of the drag was large. In fact, even though the frontal 
area of the diverter was only 3 percent of the total frontal area of the 
model of reference 248, to a flight Mach number of 2.0 and h/8 = 1.0, the 
drag of the diverter was 23 percent of the total model drag, or, in other 
words, the diverter-plus-interference drag coefficient based on the diverter 
frontal area was high, 0-95* Improvements can be expected through reduction 
of the viscous drag due to shock-boundary- layer interaction and turbulent 
mixing in the vortex from sharp side edges. Wot only should wetted area 
and velocity changes be minimized, but also a high lateral velocity com- 
ponent over nearly square side edges should be avoided because a vortex 
develops under such conditions and dissipates energy as drag. (A vortex 
from this cause is used to advantage with HA.CA submerged inlets at subsonic 
flight speeds . ) 

The fact that a low-drag passage between an air-induetion system and 
a body can be attained is illustrated by the investigation of Kremzier 
and Dryer (ref. 249) in which a circular nacelle was tested in contact with 
a circular fuselage . This configuration is shown together with a body 
scoop diverter in sketch (34). By comparing the drag coefficients of the 
configurations less the body drag on the basis of equal area, it was found 
that the drag coefficient of the scoop-diverter combination was about twice 
that of the nacelle . Some of this difference is due to the fact that the 






Sketch (34) 
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models were not strictly comparable; however, the difference is so large 
that the superiority of the nacelle installation is apparent. Similar 
results were obtained by comparing a ramp-type scoop inlet and diverter 
(ref. 248) with the nacelle. These comparisons and present knowledge of 
diverter design In di cate that a low-drag diverter should be designed 
according to the following principles: 

1. To reduce the upstream influence of the diverter, the leading 
edges of the boundary plate should be swept back, when this is 
consistent with the inlet -shock configuration, and the diverter 
apex should be at least one diverter height back of the boundary- 
plate apex. 

2. To reduce pressure and friction drag and to minimize the lateral 
velocity component, the included angle of the diverter wedge 
should be about 20°. 

3- To prevent the formation of a strong vortex, the boundary-layer 
passage side edges should have large-radius fairings rather than 
sharp corners . j 

As discussed previously, the distribution of boundary layer about a 
body at angle of attack is not uniform and it accumulates on the leeward 
side (sketch (28)). If an inlet is located in this position, the design 
of the boundary- layer removal system must account for the local growth of 
the boundary layer in angle-of -attack operation. (See, e.g., refs. 220 
and 244.) If a large boundary-layer diverter is necessary to maintain 
engine performance at high angles of attack, a drag penalty results at 
low angles. As shown by the data of reference " 199* this difficulty is 
avoided at positive angles of attack by a bottom location of a side inlet. 

Tests have been made of combined suction and diverter systems; that 
is, a portion of the.. approaching boundary layer is drawn into a closed 
duct, usually for cooling purposes, and the remaining boundary layer is 
diverted. (See refs. 116 and 2p0. ) With the suction scoop at the apex 
of the diverter wedge, the upstream influence of the diverter is reduced 
by increasing the local flow rate and reducing the local deflection angles 
in other words, it allows lower diverter wedge angles. If the auxiliary 
system requires low-energy air, the best point at which to locate an 
auxiliary inlet in a diverter passage might not always be at the wedge 
leading edge. It is apparent that the lowest energy air can best be 
obtained at the exit of the diverter passage. It is possible that such 
an installation would have less drag than one with a forward auxiliary 
air intake because the dynamic pressure of the local flow is smaller. 

Submerged inlets . - Inlets which are submerged in the surfaces of 
bodies and wings have all the boundary- layer-removal problems of scoops. 

A number of variations of inlets of this type have been investigated and, 
as with scoops, high pressure recovery can be attained at subsonic speeds 
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when the adverse effects of the approaching boundary layer are removed. 
Investigations of submerged inlets having curved or steep-angle approach 
ramps with parallel sides are reported in references 251, 252, and 253- 
In general, the total -pres sure ratios attained were less than those of 
s imi larly placed scoops . A submerged Inlet having a relatively small 
ramp angle (about 7°) and. diverging ramp side walls has been found to be 
comparable to scoops in regard to pressure recovery. (See refs. 254 , 255 * 
and 256.) The experimental investigation of reference £57 and the theo- 
retical study of reference 258 provide an explanation of the relatively 
high pressure recovery of this arrangement. Flow over the square corner 
of the ramp side walls creates a vortex which thins the boundary layer on 
the ramp and sweeps the retarded air into the vortex core. When the 
vortex flows into the inlet at high mass-flow ratios, it represents a loss 
In total -pressure ratio, but less of a loss than if the boundary layer 
were permitted to grow normally; at low mass-flow ratios, the vortex is 
discharged externally and represents an increase in drag. Tests at low 
subsonic speeds, reference 28, have indicated that the drag of submerged 
Inlets can be greater than that of scoops. However, flight tests comparing 
a submerged and a scoop installation (ref. 256) have shown that the former 
has equal or slightly better performance. Apparently, the merits of the 
two depend upon the installation, and they can be equal in subsonic flight. 
However, investigation at supersonic speeds, reference 259 * has shown 
that the expansion of the flow aver the ramp leads to a high Inlet Mach 
number and large pressure losses at flight Mach n umb ers greater than about 
1 . 2 . Thus, the submerged inlet is limited in application to subsonic 
airplanes as either a main or an auxiliary air intake. (For the latter 
application, see refs. 251 and 260.) 


Combined Effects 


Scoop incremental drag.- As 
discussed previously, scoop incre- 
mental drag represents the differ- 
ence in the total flight momentum 
of the air in the engine stream- 
tube and the momentum at the 
initial station of an air-induction 
system. It is, therefore, an 
interference force resulting from 
both the pressure and skin-friction 
drag forces on surfaces upstream of 
an induction system when no pro- 
vision is made for removing 
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Sketch ( 35 ) 


forebody boundary layer from the engine streamtube. Klein (ref. 7) has 
calculated scoop incremental drag coefficient Cp g = D s /qo^-2 as a function 
mass-flow ratio, flight Mach number, and total-pressure ratio between free 
stream and inlet . An example of the variation is shown in sketch ( 35 ) • 
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Thus, when the average inlet Mach number is subsonic in supersonic flight , 
the scoop incremental drag force is large at low mass -flow ratios, par- 
ticularly if the forebody wave and shin-friction drag forces are small, 
because then the local pressure rise ahead of the inlet is large. (The 
symbol pt 2 is the average total pressure at the inlet, and it includes 
the total -pres sure loss of any entering boundary-layer air which eventually 
flows to the engine.) With supersonic flow into the inlet, the scoop 
incremental drag coefficient is negative because the spillage drag 22 is 
small (zero at maximum mass flow) and the forebody drag term Fg of equa- 
tion (7) is dominant. ... 

For air-induction systems having this interference force, the net drag 
consists of the sum of the external wave drag when the inlet operates with 
no spillage, the scoop incremental wave drag, the change in external wave 
drag due to a reduction in mass flow from the maximum, and skin friction. 
Thus, the scoop incremental drag replaces the additive drag of systems 
having no forebody interference. 

Wakes .- The pressure recovery of an air-induction system that takes 
in air from the wake of an upstream body is, of course, reduced. The tests 
at a Mach number of 2,0 of reference 224 in which a nacelle was placed 
behind the tip of a canard control surface Illustrate the magnitude of 
this effect. With the control surface deflected 10°, the maximum total- 
pressure ratio attainable was 0.10 less than when the nacelle was moved 
outboard away from the influence of the tip vortex. 


INDUCTION-SYSTEM AIRCRAFT 


The interference between an air-induction system and other aircraft 
components can affect any of the forces and moments which determine per- 
formance. For instance, drag can be increased if a nacelle Is placed so 
that a positive pressure gradient from it causes boundary-layer transition 
or separation on a neighboring surface; the lift of a wing with a leading- 
edge inlet can be a function of mass -flow ratio; tail loads can be affected 
by a change in circulation distribution resulting from changing the wing 
plan form to extend the duct of a wing-root inlet; side force and yawing 
moment can result from shock or expansion interference from an outboard 
nacelle with a vertical tail surface, and this interference could be 
changed by power setting. It Ib the purpose of this section to discuss 
these problems and principles regarding them which have resulted from 
theoretical and experimental studies. 


22 Spillage drag is the pressure force on the external streamlines 
which are affected by the Inlet mass-flow ratio. In this case, it Is the 
local additive drag. 



MCA EM A55F16 


95 


Drag 


Skin friction and separation .- In reference 207 a series of wing- 
nacelles were tested to demonstrate a method for maintaining long runs of 
laminar flow over the combinations. By making the leading edges coinci- 
dent and matching the pressure distributions so as to maintain a negative 
gradient to the position of maximum thickness of the w in g, the minimum 
drag coefficient was reduced to less than two-thirds that of conventional 
wing-nacelle combinations when the inlet-velocity ratio was greater than 
0.5. 


The tuft studies of reference 185 show that an inlet -velocity ratio 
less than 0.6 with a scoop in the presence of forebody boundary layer not 
only causes separation of the internal flow, but also causes the separated 
region to spread around the inlet and to affect the external flow. 

Although interference drag was not measured, it is undoubtedly increased 
by the turbulent mixing. The flight tests reported in reference 256 show 
the possible effect of such separation. Drag measurements were made with 
a boundary- layer bypass sealed, and with it discharging normal to the 
external flow, it was found that at a flight Mach number of 0.8, discharge 
of the boundary-layer normal to the air stream increased the airplane drag 
coefficient 0 . 0015 * or 7 percent. 

At supersonic speeds the boundary layer on other aircraft components 
can be affected by shock waves or the pressure field from propulsive 
systems, and, the local pressure gradients caused by shaping a surface so 
as to minimize wave drag can be sufficient to separate a turbulent boundary 
layer. Therefore, this form of interaction also requires careful attention. 
Shock-wave boundary-layer interaction has been discussed previously, but 
the studies of Morokovin, Migotsky, Bailey, and Phinney (ref. 26l) are 
particularly pertinent here. This investigation of the interaction of a 
plane oblique shock wave intersecting a circular cylinder across the axis 
6hows that if the incident shock wave is weak, the pressure rise across 
the reflection is that predicted for two-dimensional flow. However, if 
the shock wave Is relatively strong (flow deflection angle of 11.2° in 
this case) the over-all pressure rise is but half that predicted for a 
flat plate. This difference is presumably the result of three-dimensional 
relief and the resulting lateral pressure gradient. Because of the 
decreased surface pressure rise for a given shock wave. It appears that 
more intense shock waves can be withstood without encountering separation 
of turbulent boundary layers in three-dimensional rather than two- 
dimensional flow. 

Transonic drag rise .- In general, the addition of an air-induction 
system to the pressure field of another body alters the pressure distribu- 
tion and thus the transonic drag rise. The investigations of refer- 
ences 225 , 84, 85 , 230, 231, and 262 show, however, that wing root or 
wing leading-edge inlets and nacelles operating at mass-flow ratios near 1 
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can be designed so that they do not decrease appreciably the drag-rise 
Mach number of a wing -body combination. (Methods of predicting the drag- 
rise Mach number have been discussed previously and are presented in 
references lk 9 and 208.) 


For supersonic aircraft, the drag-rise Mach number is an important 
cruise consideration; the magnitude of the rise and methods for .m inim izing 
it are of essential importance in determining acceleration performance and 
fuel consumption. The "transonic area rule", presented in references 263 
and 2 6b states that for slender configurations, the transonic rise in wave 
drag is a function of the longitudinal distribution of cross-section area 
and is independent of cross-section shape. Thus, an aircraft with the 
least drag rise has the same distributiop of cross-section area as a 
minimum-drag body of revolution. Conversely, the magnitude of the increase 
in wave drag at transonic speeds for complicated configurations can be pre- 
dicted for flight at zero angle of attack from information on bodies of 
revolution with the same cross-sectional-area distribution. It follows 
from this rule that for low drag rise the equivalent body of revolution 
must be fair and slender, and these design requirements also result in 
high drag-rise Mach number. 


In regard to interference of the air -induct ion system on the aircraft, 
the trans oni c area rule is a design criterion for placing and shaping 
induct! on systems. For instance, the data presented in reference 265 show 
that the drag rise is the least and the drag-rise Mach number is the great- 
est when the addition of an air- induction system to a wing-body combination 
causes no abrupt or large changes in the distribution of cross-section area. 
This result is illustrated by sketch (36) which was reproduced from refer- 
ence 265. References 170 , 

DRAG OF DIFFERENT TYPES OF NACELLES 
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2 66, and 267 present more 
experimental information 
concerning the interference 
of air-induction systems 
with aircraft at transonic 
flight speeds. 
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Sketch (36) 


Wave -drag .- The tran- 
sonic area rule has been 
extended for application at 
supersonic speeds by 
R. T. Jones in reference 268, 
and the limitations of this 
extension have been examined 
by Lomax in reference 269 , 

It Is shewn that, for slender 
aircraft, cross-section areas 
can be taken in planes through 
a point on the body axis 
inclined at the flight Mach 
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angle to obtain an equivalent area distribution. A sufficient number of 
planes must be chosen so that an accurate average oblique section area can 
be computed. Then, from this equivalent area distribution, the wave drag 
can be calculated by slender -body theory. For configurations in which 
the area distribution is chosen so as to minimize the drag, the design is 
near optimum only for a sma.11 range of flight Mach numbers about the 
design point. The experiments of reference 268 substantiate the use of 
this method as a design criterion. Analysis of drag data for a wide 
variety of configurations indicates that predictions of drag are in error 
by a maximum of about 20 percent with a mean error of about 7 percent. 

As pointed out by Jones, these area rules are basically methods of wave 
cancellation - the pressure drag of one component is canceled by proper 
use of the pressure field from another component. 

More detailed theoretical investigations of wing-body combinations 
in supersonic flow indicate how components can best be shaped and arranged 
to provide wave cancellation. Baldwin and Dickey in reference 270 demon- 
strate the importance of the moments of the area distribution at Mach 
numbers above 1. Both experiment and theory show that the Mach number for 
drag rise is high and the subsequent drag rise is low if the longitudinal 
distribution of the moments cf area Is smooth and gradual. (At low super- 
sonic speeds moments greater than the second are cf negligible importance.) 
Nacelles can be used to improve the moment distribution of wing-body com- 
binations, and the data of reference 270 show that the high-speed drag 
characteristics of a wing-body-nacelle combination can be less than those 
of the corresponding wing -body combination. The studies of references 271 
and 272 indicate that rotational asymmetry of body cross sections in the 
region of a wing juncture provides greater wave cancellation than a symmet- 
ric indentation. Nielsen (ref. 272 ) employs linearized theory to deter- 
mine the change in shape of a circular cylinder required to cancel the 
wave drag cf wings . The method can be extended to the interference prob- 
lems of nacelle-fuselage or to nacelle -wing-fuselage combinations as long 
as the flow is quasi -cylindrical. 

In reference 273, Friedman and Cohen consider the minimum wave drag 
of two- and three-body combinations. It is shown by linearized theory 
that the least drag is produced in supersonic flight when the bodies are 
close together and staggered so that the pressure fields interact to 
produce a buoyant force in the flight direction. The general trends of 
this analysis have been substantiated by the experiments cf reference 24g . 
Here, the forces on both single and twin nacelles with normal- shock inlets 
operating supercritically were measured in the presence of a body of revo- 
lution having a parabolic-arc radius distribution. The nacelles were 
moved both axially and radially, and it was found that the theoretical 
predictions were fairly accurate for forward locations, hut for rearward 
inboard locations there was considerable deviation from experiment. The 
favorable interference effects at the rear inboard locations were equal 
to or greater than those indicated by theory. In reference 274 a nacelle 
with a conical-shock inlet operating subcritically at a flight Mach number 
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of 2.0 was located at two positions in the pressure field of a complete 
aircraft conf iguration. A 10-percent increase in drag coefficient resulted 
at zero angle of attack when the nacelle was moved from a forward to a 
rearward location. This large increase in drag, which is opposite to the 
trend indicated in reference 249, was attributed to the strong shock wave 
from the inlet. 


Lift and Pitching Moment 


The lift force of an air-induction system consists of the lift com- 
ponent of the pressure forces on the external surfaces and of the reaction 
from the force required to turn the engine streamtube from the flight 
direction to that of the induction-system axis . This force from turning 
the internal flow is carried on the lips, see reference 275 ; and, as shown 
in reference 152 , in terms of the incremental lift coefficient based on 
maximum body frontal area for a slender body, ii is 


ACp, = 2 x r sr (a. in radians) 
A body ^ 


( 33 ) 


the corresponding incremental pitching-moment coefficient is, of course, 
the product of this lift coefficient and the distance from the inlet to 
the moment reference point divided by the moment reference length. 
Pierpant and Braden in reference 234 compare this prediction with data 
taken at subsonic speeds on a body having an under slung scoop Just behind 
the nose. The results for a flight Mach number of 0.8 are shown in 
sketch (37)* The effect of mass-flow ratio on the lift of the body-scoop 
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(a) Effect of mass-ftow ratio 
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(b) Effect of basic body 


Sketch ( 37 ) 
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combination is closely predicted (sketch. (37a ) )» but there is some error 
in predicting the lift resulting from addition of the scoop with a mass- 
flow ratio of 1.0 to the basic body (sketch (37b)). This difference is 
probably due to the fact that interference with the pressure field of the 
basic body resulting from addition of the scoop was not taken into account. 
The incremental pitching moment of this configuration was not well predicted 
apparently because the drag component of the moment contributed by the 
asymmetric scoop changed with mass flow and angle of attack and counter- 
acted the moment due to the incremental lift. A comparison of experimental 
and theoretical lift coefficients at supersonic speed for a slender, open- 
nosed body of revolution is presented in reference 152. Here it was found 
that up to an angle of attack of 4° the prediction agreed with experiment 
within 7 percent and there was comparable accuracy in the pitching-moment 
comparison. The contribution of these effects to the lift and pitching 
moment of a complete airplane is, in general, relatively small; for 
instance, the incremental lift-curve slope due to turning the engine flow 
at a mass-flow ratio of 1 is only about 1 percent of that of a normal air- 
plane. Thus, in most cases great accuracy in predicting mass -flow effects 
on lift and its moments is not necessary. 

In the following discussion, the interference of various air- induction 
systems on lift and pitc hin g moment are presented. Forces and moments 
in other planes are not discussed because, in general, they result from 
the same phenomena. 

Wing leading-edge inlets .- TestB of wing leading-edge inlets in both 
straight and swept wings with HACA 63-012 airfoil sections are described 
in references 225 and 226. For the straight wing, the effect of internal 
flow on both the lift- and pitch lug-moment- curve slopes was negligible . 

There was a large effect of inlet-velocity ratio on maximum lift coeffi- 
cient at very low flow rates, hut for the range of usual interest, inlet- 
velocity ratios above 0.8, the maximum lift coefficient of the basic wing 
was maintained. With the swept wing, there was a large change in the 
flow at the downstream corner of the inlet at lift coefficients above 
0.6. The maximum section lift coefficient at 0.8 inlet-velocity ratio 
was 1.10 at the upstream comer but, at the other comer, it was 0 . 72 . 
Reducing the inlet-velocity ratio to 0 or increasing it to 1.6 changed 
these section lift coefficients by 0.10 at most. It is thus apparent that 
with a swept wing, flow through a leading-edge Inlet can seriously inter- 
fere with the lifting force and its distribution. 

Wing-root inlets .- A wing-root inlet of triangular frontal shape was 
tested on a 45° swepthack wing-body combination as described in refer-, 
ence 186. The inlet lips were parallel to the wing leading edge, and the 
lip profiles were refined by changing inclination and stagger so that for 
mass-flow ratios from 0 to 1-5 internal flow had no effect on lift-curve 
slope or maximum lift coefficient. Tests reported in reference 84 at 
higher speeds showed no effects at mass -flow ratios from 0.4 to 0.7 up 
to a flight Mach number of 1.2. In reference 85 , the results of tests 
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of a similar configuration differing only in inlet frontal shape (semi- 
elliptical rather than triangular) are presented. The effects of internal 
flow on lift were again negligible, but.. here pitching moment was measured. 
It was found that at Mach numbers above 0 . 9 , the presence of the inlet 
with mass -flow ratios of 0.4 or 0.8 increased the static longitudinal 
stability of the wing-body combination tested by 25 percent. In this test, 
the inlet had no effect on the. lift coefficient at which the slope of the 
moment curve reversed. 

Tests of a wing-root inlet mounted on a swept wing with the inlet 
plane normal to the flight direction are described in reference 276 . 

The inlet plane was ahead of the leading edge of the root chord of the 
wing alone, and thus the installation of the air-induction system modified 
the wing plan form. Flight tests revealed a strong pitch-up above an angle 
of attack of 8 °, and wind-tunnel tests showed this to be caused by an 
abrupt change in downwash at the tail, due to a change in circulation 
about the wing as the angle of attack was increased. The pitch-up was 
eliminated by changing the section contour of the outboard portion of the 
wing leading edge and by adding fences both at the inlet and outboard on 
the wing. An inlet with the outboard radius about half the scoop depth, 
and an inlet width- to-height ratio near 1.0 also eliminated the pitch-up. 

It was concluded that the wing plan form and sharp side edge resulting 
from the addition of the extended wing-root inlet was the cause of the 
unexpected downwash variation. Tests of 'a somewhat similar configuration 
for a supersonic airplane are reported in reference 144. In this case 
there was no longitudinal Instability for the condition of no flap deflec- 
tion, probably because of the low position of the horizontal-tail surfaces 
and the rounded side edges of the inlet. ; 

Scoops . - The effects of scoops on the lift of a complete airplane 
are generally not large, just as the body lift is not a large percentage 
of the total lift unless the body diameter and wing span are nearly equal. 
Thus, top and bottom scoop locations would be expected to have small 
effects on lift and moment, and the effect of side scoops would depend on 
the width of the body-scoop combination relative to the body diameter or 
wing span. These trends are illustrated for subsonic speeds by the data 
of references 234 and 277- The effect of body plan-form changes due to 
the addition of scoops on the lift increment due to viscous crossflow 
effects can he estimated by the method of reference 216 . 

The lift and moment effects of scoops mounted on bodies In tests at 
Mach numbers of 1.5> 1.8, and 2.0 are described In references 220 and 239- 
In the former investigation, scoop locations on the top and bottom of a 
body were compared. The scoop had. a ramp-type compression surface and 
was operated supercritical ly . At zero angle of attack, the bottom loca- 
tion included a small positive lift force, and the top location induced 
an equal negative force; the shift in the angle for zero lift from that 
of the body alone was plus and minus 2°, respectively. This difference 
was maintained to an angle of attack of 8 °; at greater angles, the bottom 
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location caused an increasing lift-curve slope, whereas the slope remained 
nearly constant for the top location, through the angle -of -attack range 
of 10 °, the slope of the pitching -moment curve for the bottom. location was 
constant whereas that for the top location increased. This means that the 
center of pressure moved rearward for the hottom scoop and forward for 
the top scoop. The results of reference 239 for an under slung scoop con- 
firm these trends. A reduction in mass-flow ratio in these latter tests 
frcan 1.0 to 0.7 had no appreciable effect on lift or moment. 

Nacelles .- The investigation of references 207, 231, 278 , and 279 
were of wing-nacelle combinations in which the nacelle inlet was at the 
leading edge of both straight and swept wings and the nacelles extended 
behind the trailing edges. As would be expected from such plan forms, 
the lift-curve slope and the stability of the combinations (based on 
wing dimensions) were greater than those of the wing alone. The effects 
of internal flow on lift-curve slope and maximum lift coefficient were 
small in the tests in which lift was measured, (refs. 207 end 231 ) . 


For nacelles that extend ahead of a wing, the lift on the projecting 
body is destabilizing. The magnitude of this effect for some nacelles in 
subsonic flow is reported in reference 8 l . Some of the nacelles of this 
reference were located just below the wing; this position resulted in an 
increase in the angle for zero lift above that for the wing alone because 
of the high induced velocities on the lower wing surface in the region of 
the wing -nacelle juncture. This effect also changed the span loading of 
the wing. The nacelles described in this reference did not change the 
may-jri-mm lift coefficient attainable with the wing alone, but the lift- 
curve slope was increased as much as 10 percent. This large increase was 
due to the nacelles being tested only on a short wing panelj on a complete 
wing the increase in lift- curve slope would be of the order of 4 percent. 


In reference 278 it is shown 
that the destabilizing effect of for- _ 
ward nacelle locations can be counter- S 
balanced by mounting the nacelle from §> 
a vertical strut and moving it down- *- 
ward. The results of reference 279 £ 

show that the spanwise position of E 
such a strut-mounted nacelle can he E 
selected so as to increase the lift g 5 
coefficient at which the slope of the ij 
pitching-moment curve of a sweptback '5. 
wing reverses. Here, moving the £ 

nacelle from 0-5 to 0.6 of the wing ^ 
semispan changed the flow over the 
wing to such an extent that loss of 
lift at the tips was delayed. As 
shown in sketch ( 38 ) , at flight Mach 
numbers below about 0.9 this effect 



Sketch ( 38 ) 
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The nacelles tested at subsonic speeds as reported in reference 278 
and 279 were also tested at Mach numbers of 1.6 and 2.0 as described in 
references 280 and 28l. These nacelles were mounted in several positions 
on and below the chord plane of the sweptback wing at various spanwise 
locations. The aerodynamic characteristics were similar to those at sub- 
sonic speeds; that is, si 1 the nacelles increased the lift-curve slope, 
the nacelles in the wing root increased, stability but those mounted out- 
board decreased it. The magnitudes of the effects depend upon the spe- 
cific configuration, but they seldom exceeded 10 percent of the lift or 
moment of the wing alone. 

A theoretical study of the lift of todies and combinations of bodies 
is presented in reference 282 . Slender-body theory was used to predict 
the interference of a fuselage on an open-nose nacelle downstream of the 
intersection of the nacelle with the fuselage how-shock wave. In the 
region of this intersection, slender-body theory is not applicable, but 
account was made of this hy ass uming that the reflection is that of two- 
dimensional flow, and the results of reference 26 l substantiate this 
assumption for weak shock waves . The predictions of this method were 
compared with experiment as described in' ref erence 249. Here, tests were 
performed at Mach numbers of 1.8 and 2.0 with a slender fuselage having 
open-nose nacelles mounted above and below in the pitch plane. Normal 
force was measured with the nacelles in several axial and vertical posi- 
tions. With the nacelles almost in contact with the fuselage, the sum of 
the normal forces of the component bodies was as much as 25 percent greater 
than the total measured normal force at an angle of attack of 4°. At 
higher angle of attack, the normal force! decreased to half the sum of the 
component forces. This lift interference is, of course, due to the bodies 
being in crossflow wakes . The theory proposed does not include all of the 
factors involved in crossflow and, depending upon relative location, pre- 
dicted normal -force interference with errors from 0 to 25 percent of the 
measured values. With the nacelle axis over 2 fuselage diameters from the 
fuselage axis there was no normal -force interference within the limits of 
angle of attack (8°) and axial spacing investigated. 

The lift- and pitching-moment characteristics at Mach numbers of 1.5* 
1.8, and 2.0 of a canard conf iguration having one_of the nacelle arrange- 
ments of reference 249 are described by Obery and Krasnow (ref. 283 ). 

The nacelle axes were located one fuselage diameter from the fuselage 
axis and the nacelle inlets were at 70 percent of the fuselage length 
behind the nose. Since the nacelles were nearly half as long as the fuse- 
lage, they extended a considerable distance downstream and contributed a 
stabilizing moment to the fuselage. Because of lift interference due to 
crossflow, the lift of the combination could not be accurately predicted 
by the theory of reference 282. This model was also tested with the 
nacelles in the horizontal rather than the vertical plane (ref. 284). They 
were placed 1-1/2 fuselage diameters from the center line and the inlets 
were at about the mid -length station of the fuselage. The increase in 
lift-curve slope due to adding the nacelles (15 percent) was about twice 
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as great as when they were added in the vertical plane, and the effect on 
stability was not as great. The addition of nacelles to the basic air- 
craft configuration of references 2 66 and 2&J , however, resulted in large 
percentage changes in pitching moment. 

The range performances of the various combinations investigated in 
references 239 > 283, and 284 are compared in reference 19 . It was found 
that the configuration with scoops which had the least minimum drag had 
slightly greater range than the configuration with nacelles in the hori- 
zontal plane which had the least drag due to lift. This evaluation depends, 
of course, on the specific conditions assumed in the study. 

The interference of a nacelle having a conical-shock inlet operating 
subcritically at a flight Mach number of 2.0 with an aircraft configuration 
is described in reference 2jk-. A comparison with the nacelle in a forward 
and an aft location shows a decrease in lift-curve slope from 0.026 to 
0.021 per degree and an increase in angle for zero lift from 0*5° to 1.9° 
due to moving the nacelle from a location forward below the body to one 
rearward and over the wing. There was a corresponding forward shift of 
the aerodynamic center. 


Ames Aeronautical Laboratory 

National Advisory Committee for Aeronautics 
Moffett Field, Calif., June 16, 1955 
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APPENDIX A 


SYMBOLS 

area 

capture area 
drag coefficient 

skin-friction coefficient based on. wetted area 
lift coefficient 
pressure coefficient 
drag 

net drag 
diameter 

engine net thrust 
net propulsive force 

difference between ideal and actual net thrust, F n ^-F na 
gravitational constant 

ratio of boundary- layer-displacement thickness to momentum 
5 * 

thickness, — 
altitude 

height of boundary- layer diverter 
length 

total momentum of the engine streamtube in the inlet plane 
Mach number 
mass flow 

maximum mass flow, m^j=p 0 V 0 A c 
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n 

n 

P 

Q 

1 

K 

R 

r 

S 

T 

U 

u,v,v 


V 

W a 



x,y,z 


a 

3 


engine rotational speed 

number of oblique shock waves 

pressure 1 

fuel consumption 

dynamic pressure 

Reynolds number 

gas constant 

local radius 

wing area or wetted area 
temperature 1 

local velocity of flow, U 2 =(V+u) +v z +v 2 

local velocity components in the x,y, and z directions, 
respectively 

stream velocity 

weight flow of air 

corrected weight flow of air 

weight flow of fuel 

Cartesian coor di nates with x positive in the stream 
direction 

angle of attack 

angle of sideslip 


r 

8 

s 


ratio of specific heats 
relative absolute pressure. 


fta 

PSL 


b oundary- layer thickness 


S boundary- layer displacement thickness 

x When used without the subscript t, the symbols, p, p, and T denote 
static pressure* static density* and static temperature , respectively. 


106 


NACA EM A55F16 


£ 

e 

9 

A 

& lft2 t&3 

P 

a 

a l 

T 

qp 

+ 


angle of flow deflection 

T t s 

relative absolute temperature, — — 

Tsl 

boundary-layer momentum thickness 

cowl angle , the angle between the free-stream direction 
and a line connecting the inlet and cowl maximum 
diameters 

functions defined by equations (B5) , (B7)> and (B8), 
respectively 

mass density 2 

cone semiapex angle 

cowl -position angle, the angle between the apex of a pre- 
compression surface and the cowl lip (see sketch (l8)) 

local shear stress 

shock-wave angle 
A 2 * 


area ratio. 


A 2 


Subscripts 


0 , 1 , 2,2 
4 , . . . oo 

a 



B 

b 


denote stations in the flow as shown in sketch (l) 

actual or additive 

forebody 

body 


c 

ex 

f 

h 


cone surface 

external 

friction 

hydraulic diameter 


2 See footnote i, page 10g 
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I refers to the plane enclosed by the stagnation points on 

the inl et lips 


in 

internal 

i 

ideal 

J 

Jet 

l 

lip 

M 

maximum. 

n 

net 

r 

ramp 

s 

shock wave 

s 

scoop 

t 

total 

V 

viscous 

W 

wave 

cr 

critical 

isen 

denotes isentropic flow 

SL 

denotes standard sea-level conditions 


Superscripts 

( )* 

denotes conditions where M = 1.0 

T) 

average or effective value 
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APEEKDIX B 

MEASUREMENTS AND INTERPRETATION 


In tests of air -induct! on systems accurate measurements must be made 
of effective total pressure, mass-flow rate, and drag. Not only must each 
measurement be made accurately, but also the method of data interpretation 
must be one which best suits design purposes. Some of the considerations 
involved are discussed in this appendix, 


MEASUREMENT ACCURACY 


The accuracy of determining effective total pressure pt 3 from 
measurements with a rake of total-pressure tubes depends upon the pre- 
cision of each measurement of Pt 3 * Pitot tubes alined with a subsonic 
stream indicate true total pressure at the tube center line only when 
the flow is uniform and steady. The information of reference 285 shows 
that there is little error in measurement if the tube Is alined within 
10° of the flow direction if the bore of a tube with a hemispherical head 
is greater than about 0.3 the external diameter. The study of refer- 
ence 286 shows that when a tube Is in a transverse total -pres sure gradient, 
the effective center of total pressure is displaced towards the region of 
higher velocity by a small amount. This correction is negligible in the 
testing of well-designed air-induction systems because sizable transverse 
pressure gradients do not exist in large portions of the flow and the 
pitot tubes are normally small relative to the duct area. Since duct 
flow can often by unsteady, measurements under these conditions are not 
at all reliable. In reference 287 it Is shown that in incompressible 
flow the reading of a total-pressure tube alined with the mean stream 
velocity V is 1 


P + P ~ + | (u 2 + v 2 + 


(Bl) 


where u, v, and w are the components of the turbulent fluctuations . 

Thus, in unsteady flow the readings of pitot, tubes are always greater 
than the true value, and calculations of effective total pressure, internal 
drag, or mass flow based on the indication can be considerably in error. 
(See also refs. 288 and 289*) The importance of this source of error is 
indicated by the tests of reference 290 in which measurements were made 
in the turbulent flow behind orifice plates . It was found that the 
measurement of mean total pressure decreased with distance behind the 
plate, a trend to be expected from the decay of turbulence. Errors in 
the measurement of flow quantity of 10 to 15 percent resulted from readings 



MCA EM A55F1 6 


109 


with pitot tubes in this turbulent flow. It is therefore necessary that 
some method of indicating unsteady flow be used with pitot-tube measure- 
ments in air-induction systems. 

In making measurements with a rake of pitot tubes, the number of tubes 
which can be conveniently used is occasionally limited. Under such cir- 
cumstances the spacing of the tubes to give the most accurate average can 
be chosen according to the method of Gauss, references 291 and 292 . 
Integration must be performed according to the Gaussian formula, which 
requires more computation than do the normal methods . 

A rake of pitot and static tubes is used in induction-system testing 
when area- or mass -flow-averaged total pressures and flow uniformity are 
to be measured. Because of the errors which can arise and because of the 
importance of the mass -flow measurement ih determining accurately net 
drag and optimum-performance conditions, it is advisable to calibrate 
rake installations with a standard orifice meter. As a result of these 
complications, total pressure and mass flow are often dete rmine d simply 
from measurements of static pressure at two stations of different area 
in the duct. If steady, one-d imens ional, Isentropic flow of a perfect 
gas Is assumed between the measurement stations 


Pa 

p t 2 


(pi/pg ) 10/7 (a x /a 2 ) 2 



(Pi/pg (A x /A 2 ) - 1_J 


(B2) 


where the subscript 2 refers to the throat or minimum section. Eence, 
the total pressure pt 2 can be determined from measurements of static 
pressure and area at local stations 1 and 2. From knowledge of the total 
temperature and pressure, the static pressure, and the cross-section area 
at a station, mass flow can be calculated from the formula 


JBg = Pt 2 A 2 


(^Ti^ - ( arr 


(B3) 


These f ormulas involve assumptions which often are not met in tests of 
air-induction systems, and again check calibrations and careful consider- 
ation of sources of error are necessary. (See, e.g., refs. 2 85 , 288, and 
293 .) The uncertainty (see ref. 293 ) in mass -flow measurement Is given 
by the relationship 
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r 




W a 



(B 4 ) 


and is a function of Mach number at the me as urement 


station because 


lx 


1_ 

49 


(g/Pt f /T - 2 
_1 “ (p/P t ) 2/7 _ 


(B5) 


Plotting £ 1 as a f -unction of Mach number 6hows that large errors in 
mass -flow determination result from errors in measurement of static and 
total pressure if the throat Mach number is less than about O.7. Simi- 
larly, the uncertainty in total pressure is 


Ap t 

Pt 





♦ (l?) 2 ] ♦ (f?) 


x/a 


(B 6) 


where 


£2 = 


7(Ai/A2) 2 (pi/P2) ^ jjL “ 

[(A 1 /A 2 ) 2 ( Pi / P2 ) 1o/7 -:i][(px/Pa) la/7 (A 1 /A e ) a - l] 


> (B7) 


and 


£3 


[ (A 1 /A 2 ) 2 (p 1 /p 2 ) 1 ° /7 

jA 1 /A 2 ) 2 (p 1 /p 2 ) 12/7 - 6(p x /p 2 ) 2/7 

t 5 

1 


(A 1 /A 2 ) 2 (p 1 /p 2 ) 1 °/ 7 - l] [(Ai/A a ) 2 (p 1 /p 2 ) 12 / 7 - 1 



(B8) 


Thus, the error in total pressure is a function of the ratios Ai/A 2 , 
P1/P2 > and the component uncertainties in the area and pressure measure- 
ments. The variation of APt/Pt and Am/m as a function of throat Mach 
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number Ife is illustrated in sketch. (39) for an assumed error in static- 
pressure and area-ratio measurements of 1/2 percent. The uncertainties 
are directly proportional to the errors in these ratios, and uncertainties 
for other values of the assumed error can be determined by simply multi- 
plying by the proper factor. It is evident that a contraction in area of 
about 0.7 with a near sonic value of 


M 2 produces relatively great accu- 
racy. In order to maintain accuracy 
through a wide range of mass flow, 
it is necessary to employ a vari- 
able throat. 


EFFECTIVE TOTAL PRESSURE 


Three methods of determining 
effective total pressure at diffuser 
exits are in common use. Rone are 
exact. They are described by the 
following equations for incompres- 
sible, two-dimensional flow with 
uniform static pressure: 

Method of equation (B2) (the 
"Mass-Derived Method" of refer- 
ence 294) 



Pt = P + f (u) 2 


Areaz-welghtiag method 






or 


Pt = P + £ ' 

Pt = P + f (u 2 ) 


(BIO) 


Mass -flow weighting method 


or 



p t = p + f (U 3 ) 


(ELL) 
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Since none of these can be substantiated by rigorous proofs as giving the 
true effective total pressure , the question of accuracy must be settled 
by comparison with a more exact estimate.; Such a comparison is presented 
by Wyatt in reference 295 where the more exact estimate is made by deter- 
mining an effective total pressure which satisfies the momentum and con- 
tinuity relationships which are involved in calculating engine thrust . 

For uniform flow, all methods agree, but for nonuniform flow, such as 
those which occur because of separation, the methods do not agree. The 
method of equation (B2) is, in general, the least accurate; hut it requires 
the simplest instrumentation, for the other methods require a pitot-tube 
survey. Data reduction by the mass -flow weighting method requires the 
most effort. The area-weighting method is usually as accurate as the mass- 
flow method, and it produces a conservative value of total -pres sure ratio 
which the mass -flow, weighting method does. not. However, in the calculation 
of the internal thrust of a wind-tunnel model, a conservative value of 
total pressure produces too low an indication of net drag. Under condi- 
tions which are normally encountered in well-designed air-induction systems, 
that is, relatively uniform steady flow, one method is as accurate as 
another, and selection can he made on the basis of convenience. However, 
for nonuniform flow such as exists in ducts with bends, care must be 
exercised "in evaluating data. 
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Figure 3 • - Cliart for matching am inlet with an engine 
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Figure 4.- Variation of total -pres sure ratio with, area ratio for various 
flow conditions in circular conical diffusers . 
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Figure 5-- Total-pressure-ratio variation of inlets differing in lip shape. 
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Figure 6.- Total-pressure ratios far two-dimensional two-shock compression. 
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Figure 7,- Total-pressure rati 00 for conical two-dimensional three-shock compression. 
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Figure 8.- Total-pressure ratios for conical two-shock compression. 
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Figure 10.- Summary of data for the variation of total-pressure ratio with 

angle of attack. 
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Figure 13.- Theoretical variation of additive drag coefficient for open- 

nose a harp-lip inlets. 
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Figure 15 •- Summary of data for cowl suction force and comparison with 

theory. 
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